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COMMISSION APPOINTMENTS 

President Harding and the country are to be con- 
gratulated on the President’s action in sending to the 
Senate for reappointment to the Interstate Commerce 
Commission, the names of Chairman McChord and Com- 
missioner Eastman. These men may not have been ideal 
when they were first appointed. One or the other or 
both of them may not seem to some ideal appointments 
now. But ideal appointments to the Commission or to 
any other public body are rarely encountered. The main 
thing is that these two men are now experienced in the 
work of the Commission and in the subjects that come 
before it, and they are men of ability and fairness. 
These are the qualifications that are necessary. Some 
men may have them more noticeably than others, but if 
appointees measure up to them in a fair degree that is, 
perhaps, all that can be expected. It is gratifying to 
know that, at this time, the Commission is not to be 
used as a resting place for “lame ducks,” as a means of 
“conciliating union labor,” or for any other purely politi- 
cal purpose. These men are reappointed, we take it, 
because they have served well and are qualified for the 
positions they hold. 


REGULATION OF WAGES 
In a letter to the editor of The Traffic World, Slason 


Thompson, director of the Bureau of Railway News and 
Statistics, says: 


In your issue of December 16, you say: 

“If there is to be government regulation of railroad wages, 
We believe it is fundamental that this regulation should have 
No connection with the regulation of rates.” 

Carried to its legitimate conclusion this would divorce 
wages from the source from which they are paid. In other 
Words, it would repeat the mistake of the Railroad Labor Board 
in 1920 in granting an advance of over $700,000,000 in wages 
irrespective of where it was to come from. 

Does not this obvious inconsistency result from a misap- 
Plication of the term “regulation” to the duty of the Labor 
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Board? Its duty is not to regulate wages but to adjudicate 
them when disputes arise between the carriers and their em- 
ployes. In doing so it has to consider certain elements—among 
others the ability of the carriers to meet their pay rolls out 
of revenues derived from rates and fares. 

Generally speaking, I believe the labor provisions of the 
Transportation Act were intended to provide a board of arbi- 
tration and not of regulation. That being so, its hearings could 
be confined to particular cases and sectional conditions and not 
to the vast and impossible general scheme of regulating the 


wages of two million men divided into eight or ten score of 
classes. 


Do you not think such arbitration could be made practical 
by eliminating the railway and labor members of the board 
and attaching the public members to the Interstate Commerce 
Commission, which would exercise appellate supervision of 


its findings? 

Answering Mr. Thompson’s question, we would say 
that if the function of the Labor Board or of such body 
as may succeed it were merely that of arbitration—as we 
agree it ought to be and as was, perhaps, intended by 
the law—there would, in our opinion, be still less reason 
for transferring it to the Interstate Commerce Commis- 
sion than there is now, though there might be less objec- 
tion to such an arrangement. The reason urged now 
for giving the Commission jurisdiction is that there 
should be regulation of both wages and rates by the 
same body, so that wages may be fixed with reference 
to rates, and vice versa. If there is to be no regulation, 
but merely arbitration, why should the Commission have 
this duty thrust upon it in addition to its already heavy 
burden—heavy both in quantity and in diversity of 
subjects? 

If the function of the Labor Board is or should be 
only that of arbitration, then that ought to be definitely 
determined. If it were so determined then, perhaps, 
there would be no need for a Labor Board but the end 
sought could be reached through a broadening of the 
Erdman act. But if it is the purpose to continue the 
function of the Labor Board as it has been exercised, 
either through the board or through some other body, 
then, we believe, the jurisdiction cught to remain where 
it is and not in the Commission, though, as we have said, 
we favor doing away altogether with the policy of regu- 
lating wages by government agency. 

We do not agree with Mr. Thompson’s logic. The 
Labor Board, we think, did not make a mistake in grant- 
ing the wage advance in 1920 without regard for where 
the money was to come from. It may have made a mis- 
take in granting the increase, but the mistake, if mistake 
there was, was in raising railroad wages to a level not 
warranted by economic conditions and the level of 
wages in other similar employments. If these conditions 
warranted the increase in railroad wages, then the in- 
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To Our Patrons 
Co Those We Hope to Have as Patrons 
Co Our Competitors 


The Gulf, Mobile & Northern Railroad Company 


Extends Best Wishes for 
AQ Merry Christmas 
and 
A Prosperous New Year 
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SOurn-casT 


2 Mississippi Central Railroad 


Louisiana & Arkansas Railway 


SpuraeesT 


We take this opportunity to thank our 
many patrons for the magnificent business 
given us this year, and to extend our sincere 


wishes for a Merry Christmas and Happy 
New Year, with much prosperity in the year 
just being ushered in. 


Traffic Department Representatives: 


C. G. Lang, R. E. McGrath, - S. H. Atkinson, 
Commercial Agent, Commercial Agent, Soliciting Freight Agent, 
235 City Bank Bldg., 330 Ry.'Exchange Bldg., 523 State Nat’] Bank Bldg., 
Mobile, Ala. |, Kansas City, Mo. Texarkana, Ark. 


Carroll H. Smith, S. E. Jones, E.. A. oy rp E. B. Hickman, H. R. Whiting, 
General Agent, General Age General Age General Agent, General Agent, 

419 Palmer Bldg., 1983 Ry. is Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 
Atlanta, Ga. St. Louis, Mo. New Orleans, La. Dallas, Texas. Oklahoma City, Okla. 
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crease was rightly awarded (on the theory, of course, 
that it is proper for any government agency to make 
such an award under any conditions) and it was the 
duty of the Interstate Commerce Commission to grant 
the carriers such rate relief as might be necessary to 
enable them to meet the increased pay-roll. If condi- 
tions warranted an increase in pay to the men, they 
should not be made to suffer because railroad rates were 
not sufficiently high to enable the railroads to pay fair 
wages. Moreover, under such conditions, the railroads 
could not operate successfully and efficiently, for their 
men would not remain at work under unreasonably low 
wages, but would seek employment elsewhere. 


Of course, we realize that this is not all as simple 
as it works out on paper. Regardless of what ought to 
be, it is a fact that the rate-regulating body, being com- 
posed of human beings who think by human processes, 
takes and cannot help taking cognizance of the wage 
situation, and the wage-regulating body, for the same 
reason, takes cognizance of the rate situation. To recog- 
nize this human tendency in the law and compel inter- 
dependence of rates and wages would, in our opinion, 
be to make the situation much worse. The embarrass- 
ment results, we think, primarily, from the policy of 
trying to regulate wages by law at all. The Labor 
Board and every make-shift that looks like a Labor 
Board should be done away with, leaving the railroads 
and their employes to deal with each other in the man- 
ner followed by other business. Anything the govern- 
ment can do to offer effective means of mere arbitration 
would be helpful, of course. 


PUNISHMENT FOR STRIKE PLOTTERS 

It is encouraging to read that next week eight rail- 
road employes will be arrainged in the U. S. District 
Court in Los Angeles for sentence after conviection by 
jury on charges of interfering with interstate commerce. 
They face a maximum penalty of two years imprison- 
ment and $10,000 fine. They were convicted of a plot 
to tie up traffic on the Santa Fe, last August, by causing 
a walkout of trainmen. A thousand or more passengers, 
as a result, were marooned in the desert. All this was 
in support of the shopmen’s strike. We are gratified, 
not particularly because the men who caused this incon- 
venience and suffering to passengers are to be punished 
—though that offence was bad enough—but because it 
is time to make examples of men who think that their 
right to strike includes the right to do anything they 
may wish in order to make their strike effective. A 
striker has a right to be a striker, but he has no right to 
be a vandal or a murderer. 


TRANSPORTATION IGNORANCE 
Congressman Sydney Anderson, in his address at 
the Chicago meeting at which the plan for a National 
Transportation Institute was broached, said: 


I have just been through a political campaign in which the 
transportation act was the chief issue. I found that the people 
and agencies that opposed the policies in the transportation act 
had _been busy ever since its passage, creating unfavorable 
public opinion in regard to it. I supposed that it was gen- 
erally understood that when the government turned the rail- 
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roads back to their owners in March, 1920, it turned them 
back with an operating deficit which had previously been paid 
from the federal treasury, and that when they were so turned 
back, payment of this deficit was of necessity transferred from 
the public treasury to those who “pay the freight;” but I heard 
every possible reason assigned for the increases in rates, 
except this one. I had a right to expect that there would be 
some public understanding of the fact that the government had 
in no way agreed to make up the difference between what the 
railroads earned individually or in the aggregate, and the re- 
turn prescribed in the law or by the Interstate Commerce Com- 
merce Commission; but I found there were thousands of people 
in the country who believed the contrary, and that the govern- 
ment was paying the railroads millions of dollars, upon the 
supposed obligation created by this provision. 


It would seem, from the debate in the Senate this 
week—which was only a repetition of the kind of talk 
constantly taking place on the floor of Congress—that 
the ignorance in regard to transportation matters is 
not confined to Mr. Anderson’s constituents, nor to any- 
one’s constituents, great as is the need for education 
among them. The primary need is for the education of 
those elected by their constituents to represent them 
in the House and Senate on account of their supposed 
superior knowledge and on the theory that when they 
do not know the facts they will find them out and act 
accordingly in the framing of legislation. 


We have Senator McKeller this week stating in 
the Senate that the transportation act increased freight 
rates one hundred to two hundred per cent, and weep- 
ing tears in the milk, the rates on which, he says, were 
increased something like two hundred per cent from 
New York state points to New York City. Senator 
Calder pointed out that the increased milk rates to New 
York (not increased by the law but by the Commission 
acting under the law) did not exceed one-eight of a 
cent a quart. 


We have Senator Brookhart declaring that the law 
commands the Commission to fix rates high enough to 
yield 6 per cent on a railroad valuation of $18,800,000. 
It does nothing of the kind. It (after the first year of 
its operation) instructs the Commission to find the 
value of the railroads (that value might be one or fifty 
billions) and then fix rates that will, in its opinion, 
bring whatever rate of return it thinks proper (that 
rate might be one per cent or twenty per cent). 

Senator Brookhart said other things equally false 
but not as capable of disproof. They were statements 
of opinion rather than of fact. It is to furnish the facts 
with which to prove or disprove statements of this sort 
—to enable men discussing transportation to tell the 
facts or to enable others to prove them falsifyers or 
ignorant when they tell other than facts—that a trans- 
portation institute is needed. One has only to’ read the 
Congressional Record to see how badly it is needed. 


RAILWAY STATISTICS FOR 1921 


(By the Bureau of Railway News and Statistics) 


The Bureau’s Statistics of the Railways of the United States 
for the year ending December, 1921, are out. They present the 
first complete review of the railways for that year covering the 
operations of 250,649 miles of line, where the Commission’s text 
of its annual report for the year 1920, issued last November, 
covered only 235,233 miles. 


Moreover, the Bureau’s current report gives a condensed 
survey of the income account of the railways for the fiscal year 
to June 30, 1922, computed from the monthly returns to the 
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Commission. This makes the following showing in comparison 
with like information for the preceding year: 


INCOME ACCOUNT TO JUNE 30 


1920-21 1921-22 
pS errr reer ere Te oe 258,735 256.165 
Oper. revenues (thousands)............... $6,355,284 $5,622.171 
Oper. expenses (thousands) .............. 5,817,353 4,424,219 
EE rt ee ere 91.54% 78.69% 
Bee Ger. FOV. CEROURERGER) . os 0c ccccccckoce 537,931 1,197,952 
SE III) oso o.oo a's Scaroeblecceeses@ede 296.640 304,471 
Oe ee 4.67% 5.41% 
Net oper, income after taxes, equip. and 
SRC. FETtS (CHOUBANGS) .....ccccicdecvcese 177,126 821,005 
BUCUPTR. OUT WRTIUIONE bio os Sic wecccicdtidiscces 0.94% 4.10% 


The outstanding feature of this statement is the reduction 
of nearly $1,400,000,000 in operating expenses, where there was 
a decrease of only $733,000,000 in the revenues. 

It was this drastic cutting of expenses that produced the 
remarkable recovery in net revenues, for the revenues of 1922 
were nearly $200,000,000 short of the operating expenses of 1921. 
In the face of such a condition there would seem no justification 
for the cut in freight rates last July. 

The average annual compensation of employes for the fiscal 
year 1921-22 was $1,645, or nearly double that in 1915 ($825). 

How these results for the fiscal year 1921-22 compare with 
similar data for the calendar year 1921 covered by the Bureau’s 
reports may be judged from the following statement: 


FISCAL AND CALENDAR YEARS COMPARED 


Fiscal Calendar 
1921-22 1921 
OO kcot cccws nutcase deawrs 256,165 250,649 
een ea er ae $5,622,171 $5,624,950 
SE ese weee nsetee eee eee 4,424,219 4,657,912 
aaa: gla lord invade eierereie eae tn ale 78.69% 82.81% 
meee GUOr, TOVEMUGS (OOO) ..g iccccccccvssvecs 1,197,952 967,038 
ca Aid Gre pcg a5, te a:b tose 0-0 89-58 304,471 286,215 
NT NT EIN, 600, 5,a5ehal ge a:exee lerydrdaierewee-ate 5.41% 5.09% 
Net. oper. income after taxes, equip. and 
. i ae aoe eee 821,005 629,881 
BED OD WENO cic esececscncwesoes ces 4.10% 3.14% 


Here it appears that the improvement in net revenues for 
the fiscal year 1921-22 over the calendar year 1921 was wholly 
due to the reduction of over $230,000,000 in expenses, for the 
difference in revenues was negligible. 

Among the noteworthy features of the Bureau’s Report for 
1921 is an increase of nearly a billion ($916,229,000) dollars 
in net capitalization. This is traced directly to an increase 
of $1,137,792,172 in the funded debt of the railways from $11,- 
180,671,300 in 1920 to $12,318,463,472 in 1921. This, the Bureau 
claims, to be coincident with the issue of railway obligations 
for the $1,144,000,000 incurred under government control for 
the alleged improvements, betterments and equipment which 
did not suffice to maintain the roads in as good condition as 
they were when taken over on December 31, 1917, and which 
should have been charged to operating expenses. 

The stock liability of the railways decreased from $7,631,- 
189,721 in 1920 to $7,607,154,476 in 1921. 

As a direct result of government control, 1918-1920, the 
capitalization of American railways is now $75,817 per mile, 
where it was only $66,755 in 1917. 

While the abandonment of many small lines operating 1,677 
miles has not been made good by current construction (475 
miles in 1921 and 313 in 1920), there has been a steady growth 
in the track facilities of American roads, as is shown in the 
following statement: 








1921 1920 
NN hao ad cans: as ids dvr SPIO ln RG OS 250,649 250,834 
EE. signee ek oddéin Us wed cic eensmle nee 32,230 30,638 
a sal da are orb Ss wd enous o'd a ee’giarsiaiee 3,059 2,854 
Fourth and other main track ................ 2,429 2,265 
Be ee ore 111,283 106,394 
I I I, cil fn a ale Se he dow clei aie 399,650 392,985 


It is in the progressive maintenance of equipment that the 
railways are shown to be woefully in arrears. The Bureau takes 
it for granted that there is a demand for a normal increase of 
at least 6 per cent in the capacity of road and equipment, espe- 
cially the latter, to provide adequate transportation for American 
freight, passengers, mail and express. And here is what the 
figures on equipment show: 


Locomotives Pass. Cars Frt. Cars 
ee ee ee re 66,721 55,781 2,380,950 
REECE See SO pe oie 62,997 54,109 2,294,296 
Na ais Gaara treo acuia/o-o % ee akate Sal Oe 60,162 59,818 2,195,511 
es Ee DO: aise tk cbanecce 9.4% 11.8% 8.5% 


Between 1911 and 1920, before traffic was knocked galley 
west by the post-war depression, passenger traffic had increased 
42 per cent and freight traffic 62 per cent. Equipment installed 
and retired since 1918 was as follows: 


r Installed Retired 
EL abana 3 I c.ate.6 Gana wae edie 4a 0b d:0 ae aan 4,596 3,489 
I ND og bas aw 00:0 0 clg aielegalele's eecaes eae ets 5 2,975 2,398 
Mia, octane Gh ts cLohaC aw NES 4ale ereewe 160,525 177,963 


The average cost of locomotives in 1921 was $55,000; of pas- 
senger cars, $22,000, and freight cars, $1,800. 
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The total cost of all railway equipment is estimated at 
$5,813,964,900. To replace it at present prices would probably 
cost over eight billion dollars. 

In consequence of changes in classification of employes, 
effective July 1, the figures for the two half years under the 
different classifications are as follows: 





Average Compensation Pay 
Number 000 Per Year 
First half 68 classes ............ 1,697,549 $1,480,542 872 
Eecond half 148 classes.......... 1,725,013 1,364,276 796 
Total for year 1981 ...... 2.060. 1,711,281 $2,844,818 $1,662 


The pay of employes in 1921 absorbed 50.58 per cent of the 
total operating revenues. 

How the business depression that descended on the United 
States in the late fall of 1920 affected railway traffic is shown 
in the next statement: 


1920 1921 
Passenger mileage (000) ............. ~iave~ 0 kp eek 37,471,290 
Passenger revenue (000) ......--....eecees 01,297,782 $1,172,429 
Lt ee ae reer 411,151,320 307,878,491 
WVOUEMET POVGHNG COOO). 5 ocd cc cc cetvacecceets 4,373,989 $3,969,622 
Pe I, I, I ogi oie 0.c:cetww ce eties 2.745 ct. 3.129 ct. 
TRGCOTNEN WER BOWE TUB: oi5is6c 66 dG ceeececes 1.064 ct. 1.289 ct. 


The drop of 25 per cent in freight traffic carried the ton 
mileage almost back to the 301,399,000,000 pre-war high record 
of 1913. 

How the railway dollar of 1921, computed on $5,624,950,336 
operating revenues, was distributed, compared with 1916, is 
shown as follows: 

Pet. Fret. 








1921 1916 

ON A Lo ir rats ae aie afer eater aint ale soos Oke eg 50.58 40.60 
Fuel and locomotive supplies .................. 10.34 7.45 
Material, supplies and expenses ................ 19,62 15.77 
NN I I goa ciaaieiesd: oi Sal Kidiare b's ole exe Heine e he 2,27 1.67 
Beeme GF GGG. BNE TACIIEISS . «0 oc cccvciccestccecss .94 win Caee 
RS SE ee ee Ee eee ee a 5.09 4.46 
Interest on funded and unfunded debt........... 9.11 12.48 
ee ge ee oer rere 2.15 3.96 
ie, GIN «hide <r er sta tree Wieser a6 e:a'oiwre orernidt & ie aber aiante eens Nil 1.83 
Available for dividends, reserves and surplus.... Nil 11.78 
I ssc siar aia oc calinar atid Ms ea ala ne alai'g: wae ees 100.10 100.00 


READJUSTMENT OF RATES 


Editor The Traffic World: 

We have just finished reading the editorial in your issue 
of December 16 which comments on that portion of President 
Harding’s message, in which he referred to the transportation 
situation. 

We are very glad to note that you feel that there is room 
for adjustment of freight rates. We do not feel that there will 
be anything gained ‘by further political legislation. It is re- 
grettable that many of our so-called statesmen are trying to 
convey the idea to the general public that the Esch-Cummins 
act is an act that is subsidizing the railroads. No fair minded 
shipper or business man can deny that the railroads are en- 
titled to a fair return on their investment. 

However, we believe President Harding was right when 
he stated that the reduction was too slight to be felt by the 
higher class traffic and too little to benefit the heavy tonnage 
calling most loudly for relief. There is certainly room for 
considerable readjustment. This readjustment may call for an 
advance on many classes of freight. We all know that there 
are many articles of merchandise which have not been affected 
at all by the several emergency advances. On the other hand, 
there are many primary and other commodities that are being 
most seriously affected by the present basis of charges. 

The horizontal advances were made under emergency 
conditions. Those emergency conditions are now a thing of the 
past. It seems to us as though a readjustment is in order, 
and which will provide for the reestablishment of proper rela- 
tionship between commodities and communities. 

We certainly would like to see expressions in your valuable 
paper covering this subject. The situation now is in a state 
of “status quo.” Practical good sense and a sincere desire to 
face the situation properly will no doubt go far to relieve the 
present situation. 

Pittsburgh, Pa., Dec. 20, 1922. GEO. LAFBURY, 

President, Albert M. Travis Company. 


COMMISSIONERS REAPPOINTED 


The Trafic World Washington Bureau 


President Harding December 20 nominated Chairman Mc- 
Chord and Commissioner Eastman for reappointment on the 
Commission. Their terms expire December 31. It had been re- 
garded as a certainty that Mr. McChord would be reappointed, 
but some doubt had existed as to Mr, Eastman. 

The Senate, December 21, promptly confirmed the nomina- 
tions of McChord and Eastman after the Senate interstate com- 
merce committee had unanimously adopted favorable reports 
on the nominations. The new terms will expire December 31, 
1929. 


otk 
que 
anc 
the 


an} 
suk 


ask 
the 
be 

mu 
ara 
wh 
tio 


enc 
ton 
abc 
eve 
of | 
be 

is | 
figy 
nag 
con 
pro 





— 


Or 


ores) 


ste 


he 


December 23, 1922 








2, 
% 


Current Topics 
in Washington 


°, 
* 





oy 


_ The S. P.-C. P. Control Case.—Almost as much interest is 
being shown, in a quiet way, in the Central Pacific control 
matter, not yet submitted finally, as in a general rate case. 
There is polite peering through the transom and listening at 
the keyhole of the Commission’s conference room even as there 
is when the commissioners consider what they shall do with 
the rates for the country as a whole. The curbstone discus- 
sion is not quite so free as it is in a rate case. Two facts 
account for the reticence. The first is that the law question 
involved goes a bit over the heads of those who have not the 
distinction between the judicial and the legislative powers clear 
in their minds. The second is that the intense feeling en- 
gendered in the intermountain country and on the Pacific Coast 
caused too ardent partisans of the two contending railroads to 
spread suggestions that anyone expressing an opinion on the 
question of policy involved “had been seen” by a man with 
money in his hands anxious to bestow liberally for the expres- 
sion of the “proper” thought on the subject. In other words, 
the application of the Southern Pacific for permission to con- 
tinue its control caused the loose-tongued to suggest that only 
corrupt motives could possibly have influenced anyone. Rev- 
erence for the Supreme Court, it is admitted, also, has been 
a factor in the creation of public sentiment. The possibility 
of that reverence causing some commissioners to approach the 
question with reluctance, if not with timidity, has been admitted. 
Yet, it is believed, in the end they will vote on the question 
free from any feeling that they might be voting to flout the 
court. Because the unofficial discussion has taken the turn it 
has, it is suspected that the applicant will stress its arguments 
that respect for the opinion of the court is not one of the ques- 
tions involved, any more than when Congress repealed that 
part of the valuation law which made useless the court’s deci- 
sion in the Kansas City Southern case, about valuing the land 
on the basis that it had to be condemned now instead of ac: 
quired in the way it was when it was obtained. The court 
declared what the law was at the time the Kansas City South- 
ern went to court. When the court had declared it, Congress, 
on the suggestion of the Commission, repealed that part of the 
statute on which the decision was based, so the decision is now 
merely a scrap of paper. Congress could repeal the Sherman 
anti-trust law, without disrespect to the court, it is suggested, 
although repeal would cut the ground from under dozens of 
decisions. Congress could change the terms of the Volstead 
law and declare that only those beverages containing more than 
ten, twenty, or fifty per cent of alcohol should be deemed intox- 
icating. It might be argued that Congress, therefore, had 
shown disrespect to the court because it upheld the constitu- 
tionality of the Volstead law which, in effect, declares some of 
the ginger ale in the country and much of the grape juice to 
be intoxicating because they have more than one-half per cent 
of alcohol in them. Among lawyers who have no interest in 
the control case, the impression is growing that the Commis- 
sion will treat it as raising two questions of law and one ques- 
tion of fact. The big law question is whether Congress intended 
to empower the Commission to set aside the anti-trust laws 
if and when it deemed setting aside in the public interest to 
do so, in so far as those laws relate to common carriers. The 
other law question is as to’ when jurisdiction attaches. The 
question of fact, according to their analysis, is whether continu- 
ance of Southern Pacific control would be in the interest of 
the public. Whether the commissioners have actually begun 
any discussion of the case, which, technically, has not yet been 
submitted, is one of the questions to which the commissioners 
would not make any answer even if one had the temerity to 
ask it. However, most of those who have shown interest in 
the matter argue that, the commissioners being human, it would 
be amazing if they had not talked about the first question they 
must answer—namely, whether the roads not having been sep- 
arated, they have jurisdiction to entertain the application on 
which they held hearings and in which the jurisdictional ques- 
tion hardly appeared, the testimony being confined to the merits. 


How Much Do We Eat?—In the quarter that came to an 
end with September, the railroads of class I hauled about 4.25 
tons for each man, woman and child in the country. That is 
about 95 per cent of the tonnage hauled. If the country ate 
everything hauled by the railroads, other than the products 
of the forests, the tonnage representing the country’s food would 
be less than the tonnage of products of mines, chief of which 
is coal. Man is supposed to be a slave to his stomach. The 
figures from the Commission’s summary of freight traffic ton- 
nage might be taken as indicating that the American also thinks 
considerably about how he shall be clothed, how he shall be 
protected from the cold of winter and the heat of summer, and 
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in other ways made comfortable. No people on earth, it is 
believed, can show the carriage of such a large tonnage per 
capita by rail, which carriage enables Americans, unlike other 
dwellers on this footstool of the Almighty, to live far from 
the navigable waters, while dwellers on other parts thereof 
must keep near enough to the navigable waters to make use 
of them in an intensive way. It is hard to imagine a city in 
some other part of the earth as thriving and alive as Akron, 
O., with a population nearer half than a quarter of a million, 
miles away from navigable water. It is true that Akron is 
situated on one of the two remnants of Ohio’s canal system 
still in use, but as a factor in transportation that canal is less 
than a joke. For years, Ohio maintained a rather extensive 
public works organization after the canals ceased to be anything 
more than things to talk about in an airy way, all on the theory 
that the canals would come back again and Ohio did not want 
to be caught napping when the day arrived. It staggers the 
imagination to suggest that the canal connecting Akron with 
Lake Erie be used to haul food alone to that city and the com- 
munities around it, without help from the railroads. Akron, 
as the maker of tires, may desire the truck to displace the 
railroad, but trucks and canals, the latter as they are now, 
would make a sorry mess of trying to keep the country going 
for more than a few days a year, even with food, and fuel 
wherewith to cook it. 





Shipping Board Loses a Good Contract.—The Shipping Board 
has lost the contract for the royalty petroleum the Interior 
Department, as trustee, obtains from wells on the public lands 
in Montana and Wyoming. Secretary Fall has sold the royalty 
oil, running into hundreds of barrels, to refiners at prices that 
will put money into the treasuries of the states named and 
into the fund with which the Reclamation Service redeems 
semi-arid lands by putting water onto such lands, thereby in- 
viting men to farm areas which cannot be made self-supporting, 
according to testimony that is frequently laid before the Com- 
mission in reduced rate cases, except when prices for farm 
products are high. Fall decided, when the Shipping Board con- 
tract expired, to offer the royalty oil to the highest bidder. 
Chairman Lasker’s subordinates suggested that that was poor 
business for the government because whatever the government 
obtained, over and above what the board was willing to pay, 
would have to be taken*from the United States treasury to 
enable the board to obtain its supply of fuel oil. One result 
of the competitive bidding was a supposed increase of the 
price of oil to all producers in the states mentioned, so that, in 
addition to the treasuries of Montana and Wyoming obtaining 
more money, the oil producers of those states will be benefited. 
The competitive bidding resulted in Secretary Fall obtaining 
from 70 cents to $1.00 a barrel more for the oil paid as royalty 
for the privilege of drilling on the public land in the Salt Creek 
and Cat Creek fields, than heretofore. Whether that bulling 
of the price for the oil that inures to the government will 
result in raising the price for all buyers of crude, is one of the 
things the future alone will show. Secretary Fall obtains for 
the comparatively small production in the Cat Creek field, $2.20, 
where he figured renewal of the contract with the Shipping 
Board would have given him only $1.20 a barrel. Secretary Fall 
also claims that, notwithstanding the attempt to create a scan- 
dal out of it, his contract for developing the Teapot Dome in 
Wyoming, a naval reserve, will give the navy fuel oil where 
it is needed, and prevent drainage of that oil by wells adjoin- 
ing the reserve, as it is claimed was done in California. 

Claims Infinitesimal.—Although the big packers have filed 
many claims against the Director-General, according to Ross D. 
Rynder, speaking for Swift & Company, the total of claims by 
that company, if all paid, would not amount to more than one- 
fifth of one per cent per annum for the two years of federal 
control. He had occasion to make that declaration in a case 
in which John F. Finerty, assistant general counsel for the 
Director-General, had said that, in the matter of emergency 
ice rates in 1919, subordinates of the Director-General had been 
overpersuaded by the representations of the big packers. Fin- 
erty was protesting against the demand for reparation on the 
theory that the fact that the Director-General made such low 
rates in that year of ice shortage was not to be taken as evi- 
dence that he should be required to make reparation on ship- 
ments that moved before the emergency rates could be made 
effective. Mr. Finerty said the director of traffic, in many in- 
stances, had admitted that he had been overpersuaded to reduce 
rates, by the pressure from big shippers. He said he had no 
doubt that, if Director Chambers had testified in the ice cases 
he was discussing, he would have said he had given rates to 
the big packers that he should not have granted. Mr. Finerty 
suggested to the Commission that if he or any member of the 
Commission had gone to Mr. Chambers for rates on ice, Mr. 
Chambers would not have thought of giving as low rates as 
he had given the packers. Subordinates, he said, had been over- 
ruled by higher officials of the Railroad Administration. Com- 
missioner Aitchison inquired of Mr. Finerty if he was of the 
opinion that the Commission, in its report on the ice cases, 
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should say that the Director-General had been overpersuaded 
by the representations of the big packers. Mr. Finerty said 
the records spoke of many cases in which the pressure of the 
big shippers was admitted as having caused changes to be made 
which the Railroad Administration officials, after the event, were 
ready to admit should not have been tolerated. It was in an- 
swer to observations of that kind that Mr. Rynder stated, that 
if the Railroad Administration paid all the claims of Swift & 
Company, which he estimated at $200,000, the percentage of 
claims so paid to the total amount of freight paid by that com- 
pany would amount to only about one-fifth of one per cent per 
annum, the Swift freight bill being about $50,000,000 per annum. 
He said Swift & Company found occasion to complain of only 
a few rates. The rates complained about constituted only a 


small fringe, he said, on the vast body of rates to which no 
objection was ever raised. 


Astounding War Production.—Senator Townsend of Michi- 
gan has collected some facts about production in the United 
States in the war period that may amaze such Americans as, 
during the war, gave serious thought to the suggestion that 
the country was not much of a factor in the war or that, if 
thrown on its own resources, it would not be a mouthful for 
an enemy of supposed first class. Senator Townsend did not 
collect the statistics to show that the United States, even with 
the world arrayed against her, would be a formidable antagonist. 
He collected them as a foundation for doing something to pre- 
vent the unloading of munitions of war to the damage of the 
business world and the defrauding of the government. His 
central figure is that on April 1 last, the government still had 
on hand things usable by civilians worth $1,000,000,000. That 
was nearly four years after the war. How much of that volume 
was completed after the signing of the armistice did not appear 
in what the senator had to say on the subject. Inasmuch, how- 
ever, as contracts were canceled and work stopped almost 
immediately upon the signing, the probabilities are that a large 


percentage of the production took place while hostilities were ~ 


still going on. All combatants, other than the United States, 
were exhausted. If Americans suffered any real hardships dur- 
ing the war, the fact was well concealed. In other words, when 
the war came to an end, although the United States had been 
furnishing men, money and munitions, not to mention ammuni- 
tion, with a lavish hand, the strain had not become such as to 
cause any real discomfort, while ruin was just beyond the 
borders of the successful nations and all over the territories 
of the defeated ones. So light was the effect of the war on the 
resources of the United States that actual reductions in the 
national debt have been begun, without the return of any money 
from the European borrowers. The immense store of war ma- 
terial, however, suggests that, after all, the real measure of 
the nation’s ability to fight is to be found in the tons of iron 
and steel produced. That production is greater than all of the 
rest of the world put together, but that is a fact seldom consid- 
ered as anything out of the ordinary. A. E. H. 


MISSISSIPPI-WARRIOR SERVICE 


The Trafic World Washington Bureau 


A declaration that the Mississippi River section of the Mis- 
sissippi-Warrior service is a success and will continue to be, even 
without remedial legislation, and in spite of discriminatory divi- 
sions of rates, but that the Warrior service will rise or fall with 
the decisions of the Interstate Commerce Commission in Nos. 
11892 and 11893, is made by T. Q. Ashburn, acting chief of in- 
land and coastwise waterways service, in his annual report to 
the Secretary of War. 

Col. Ashburn said the results from operation of the Missis- 
sissippi section proved conclusively that the section has demon- 
strated beyond cavil that water transportation under favorable 
conditions was feasible, economical and could be made a paying 
investment for a private corporation. He said the fact that the 
Warrior section was still losing money did not indicate to his 
mind that it never would be a success. 

“And it is of interest to know that the entire Mississippi- 
Warrior earnings are sufficient to carry on the experiment with- 
out further appropriations,” said he. “What is lost on the War- 
rior is paid out of the Mississippi earnings; and of further im- 
portance is the fact that the losses on the Warrior are continu- 
=, decreasing, while the profits on the Mississippi are increas- 
ng.” 

The report showed that for the fiscal year 1922 the total ton- 
nage carried on both lines was 876,303 tons, at an average sav- 
ing to the shipper of $1.35 per ton, an aggregate saving to the 
public of $1,183,009.05. The total operating income was: Mis- 
sissippi section, $2,529,909.64; Warrior section, $466,081.78. The 
total operating outgo was Mississippi section, $2,132,699.36; War- 
rior section, $886,453.67. The total depreciation written off dur- 
ing the period was: Mississippi section, $355,592.89; Warrior sec- 
tion, $143,477.35. The report said the last seven months showed 
a constantly increasing profit on the Mississippi section, and 
that although the expenses of operation showed an increase in 
actual money, yet the cost of earning a dollar had decreased from 
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$1.68 in November, 1921, to 88 cents in June, 1922. Tonnage and 
income for the seven months were set forth as follows: Ton- 
nage, 430,533; revenue, $1,641,990.11; expense exclusive of de- 
preciation, $1,289,224.01; excess income over outgo, $352,776.10; 
depreciation set aside, $180,149.08; actual net profit, $172,617.02. 

“Assuming the replacement value of the fleet at $4,000,000, 
these operations show a net profit of over 7 per cent per annum, 
in addition to the setting aside a depreciation fund of about $300,- 
000 annually,” the report said. 


Discussing the Warrior service, the report said: 


The territory covered by interchange rates enjoyed by the Warrior 
is so limited in its scope, so hedged about and hampered by rates, so 
discriminatory and restrictive, that unless some relief is afforded by 
the Interstate Commerce Commission, it is doubtful that all other 
conditions being fulfilled, the Warrior could ever succeed. Sixty- 
five per cent of the tonnage carried on the Mississippi is intercnange 
with the railroads, drawn from all sections of the country. The per- 
centage of interchange freight with the railroads on the Warrior is 
very low. The Warrior will never be a factor in our import or export 
trade unless the interchange territory is extended on a parity with 
that of the Mississippi, and as long as the present discriminatory 
division of revenue for joint rail-water hauls remains, an extension of 
territory for interchange rates would only add to its losses. . 

To illustrate, compare the shipment of exports from Chicago via 
the Mississippi River and St. Louis to New Orleans, and the same 
shipment from Chicago to Birmingham, and thence by water to 
Mobile. In the first case, three-fifths of the distance is by water, and 
in the latter, one fifth. In the first case a fair proportion of the 
revenue comes to the Mississippi Barge Line, while in the second case, 
the Warrior service would probably have to pay for the privilege of 
hauling the freight. 

Two basic cases have been filed with_the Interstate Commerce 
Commission to remedy these conditions. One, praying for an equit- 
able division of rates between the rail and water carriers, and one, 
praying for an extension of joint-rate territory for the Warrior, and, 
as has been shown, the success of the Warrior is bound up in some 
relief from the intolerable restrictions under which it is handicapped. 

We hold that the continuance of the present rates of division 
does not give a fair chance to the waterways to develop, and that 
such a restriction is contrary to public policy and the law. On the 
contrary, the railroads hold that they are fully justified, as a matter 
of self-preservation, in demanding such a per cent of the revenue 
from joint rail-water hauls as to compensate them at least as well 
as they are compensated under existing regulations regardless of the 
fact that waterways have been created and transportation facilities 
put thereon by the people to get cheaper transportation. They hold 
that the advantages to be derived from utilization of the waterways 
will be derived at their expense, and that the divisions demanded 
by waterways are demanded solely to make the waterways experiment 
a@ success; an that it can only be made a success to their prejudice. 

As there never was a case in court without two sides, both more 
or less convinced that they were right, the best_transportation and 
rate men and attorneys available in the United States are split into 
factions, depending upon their affiliations, rail or water, over the 
answer to the question as to which of these views is right. | 

The importance of the answer, its vital bearing upon taxation, has, 
however, apparently been overlooked. The last Congress has appro- 
priated $45,000,000.00 for the improvement of rivers and harbors. Of 
this vast sum, a large part goes to make rivers navigable. If the 
answer to this question is that the railroads shall be allowed to con- 
tinue to collect their present large percentage of freight revenues 
in interchange freight, to restrict interchange territory as it now is 
restricted on the Warrior, there is no hope for successful and eco- 
nomical operation thereon, and a large part of the vast scheme of 
making rivers navigable for transportation facilities becomes a drain 


upon the revenues of the taxpayers of the United States that is 
burdensome and wasteful. 


Right here is the place to interject that in spite of this, to us, 
most unfair division of revenue received for service performed, the 
Mississippi River Section has made, and is making, very satisfactory 
profits. But, it must be pointed out, the Mississippi is a national, not 
local artery of commerce, both for exports and imports, due primarily 
to its extent, and secondly to the vast territory covered by its inter- 
change rates. And while it is true that it and its tributaries could 
profitably be utilized for waterway traffic, I know of no other river 
system in the United States of which the same could be said, if the 
Warrior is stifled to death, because the Warrior is typical of any 
other system. It is true that the Hudson River, N. Y., Canal offers 
about the same advantages as the Mississippi, but the State of New 
York built that canal, not the United States. 


The Warrior section is an ideal waterway, system extending into 
the great industrial centers of Alabama and Tennessee, ge J prac- 
tically everything necessary to make it a success except fair divi- 
sional rates and extension of territory covered by interchange regu- 
lations, which these decisions are either going to make a success 
or failure. Assume for a second that the decisions render it a failure 
—what then remains of the waterways system for which the people 
have been taxed? As a transportation factor benefiting the United 
States as a whole, nearly every dollar spent in improvement of rivers 
for navigation might just as well have been thrown into the sea— 
except that amount spent upon the Mississippi and its tributaries. 
If this be so, then why go ahead spending money in making rivers 
navigable that can never be profitably utilized as common water 
carriers? 

Large sums of money will be spent locally, no doubt, but the future 
of waterway transportation, outside of the Mississippi Valley, as an 
economic factor in the public welfare, will stand or fall, at least for 
a number of years, on whether the Warrior can be made to pay or 
not. If it can not be made to pay—if the Interstate Commerce Com- 
mission denies the contentions of this service as to what is necessary 
to make it pay—what time and experience and skillful operation 
have demonstrated to be necessary to make it pay; if it denies to the 
public the right to cheapen transportation after all the money that 
has been spent to make cheaper transportation practicable—then 
the time has come to call a halt on the expenditure of vast sums for 
the improvement of waterways which can be of no essential value to 
the United States; or the Congress will have to enact legislation to 
give waterways a fair chance. : 


READING COMPANY OBLIGATION 


The Commission has authorized the Reading Company to 
assume obligation and liability in respect of the payment of the 
principal and interest at the rate of 4 per cent of not exceding 


$500,000 of first mortgage bonds of the Philadelphia & Frankford 
Railroad Company. 
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COAL FOR HAGERSTOWN 


A finding of unreasonableness and undue prejudice and an 
order to remove the undue prejudice not later than January 31, 
on fifteen days’ notice, have been made in No. 12726, Hagerstown 
Chamber of Commerce vs. Western Maryland et al. (mimeo- 
graphed without page or opinion numbers), as to rates on soft 
coal from the Cumberland-Piedmont, Meyersdale, West Virginia, 
and Pittsburgh-Youghiogheny districts, to Hagerstown, Md. The 
order requires the establishment of rates from the districts men- 
tioned, over the Baltimore & Ohio and Western Maryland via 
Cherry Run, and over the Western Maryland direct, no higher 
than those contemporaneously maintained over those lines to 
Martinsburg, W. Va., and Harrisburg, Pa. The iinding, having 
been one of unreasonableness as well as of undue prejudice, the 
carriers, it is believed, will have to reduce the rates to Hagers- 
town, rather than increase those to Harrisburg and Martins- 
burg. : 

Defendants urged that a reduction in the rates to Hagers- 
town would seriously affect rates to destinations between that 
city and Harrisburg, particularly if the Pennsylvania decided 
to meet the reduced rates at Hagerstown. The Commission, 
however, observed that the Pennsylvania had wot deemed it 
expedient to meet the situation existing at Martinsburg. It said 
such an objection should not prevent consumers at Hagerstown 
from being accorded reasonable and non-prejudicial rates. 

A group adjustment was under consideration. Hagerstown 
is on the extreme western edge of a group carrying higher rates 
than the group in which Harrisburg and Martinsburg lie, the 
last mentioned group extending east of Hagerstown, and coal 
for them passing, on some routes, through Hagerstown. The 
Commission said there was no essential difference in the posi- 
tions of Martinsburg and Harrisburg and that a difference of 
42 cents in rates, such as existed, was unjustifiable. 


SLIGO RULE APPLIED 


Applying the rule in the Sligo case, the Commission, in a 
report on No. 12130, Standard Oil Company (Kentucky) vs. 
Director-General, Baltimore & Ohio, opinion No. 8031, 74 I. C. C. 
271-3, has held that shipments of gasoline from points in Okla- 
homa to Maysville, Ky., between July 25, 1918, and July 17, 
1919, were overcharged to the extent the rates exceeded those 
in effect June 24, 1918, plus 4.5 cents per 100 pounds. It held 
that, as to shipments to points in Kentucky other than Mays- 
ville, from Vinita and Cushing, Okla., the rates imposed were 
the applicable ones. The Commission said the charges on ship: 
ments to points other than Maysville: embraced only one in- 
crease in the factors. The basis on which the Maysville charges 
were imposed, it said, was not clear. 

Similar disposition was made of No. 12199, Standard Asphalt 
& Refining Co. vs. Director-General, Missouri Pacific et al., 
opinion No. 8032, 74 I. C. C. 274-6. The Commission held the 
complainant had been overcharged on one tank car of gasoline 
from Independence, Kan., to Lincolnton, N. C., shipped in Sep- 
tember, 1918. The car was reconsigned at Lincolnton, to Tabor, 
Pa. As to the rate of 75 cents applied from Lincolnton to 
Tabor, the Commission said it was not unreasonable or unduly 
prejudicial. As to the rate from Independence to Lincolnton, ‘it 
held the rule in the Sligo case applied, that the rate should 
have been 71 cents and awarded reparation to that basis. 


SLIPPER MATERIAL RATES 


_ With Commissioner Eastman dissenting, without however, 
writing a separate opinion, the Commission has dismissed No. 12,- 
860, Daniel Green Felt Shoe Company vs. Director-General ét al., 
opinion No. 8048, 74 I. C. C. 363-6 finding the class rates on 
commodities used in making felt slippers, in less than carload 
quantities, from points in New England and trunk line terri- 
tories, and from Milwaukee, to Dolgeville, N. Y., not unreasonable 
or otherwise unlawful. 

The complainant is a maker of felt slippers at Dolgeville, 
@ point on a branch line of the New York Central, about ten 
miles from Little Falls. Dolgeville rates, from points east of 
Buffalo, on the New York Central are through rates, from 5 to 
10.5 cents higher, after June 25, 1918, than the rates to Little 
Falls, where a competitor of the complainant has a plant. Rates 
from points not on the New York Central, east of the Buffalo- 
Pittsburgh line, are made by combination on Little Falls. Under 
General Order No. 28, the minimum class scale became applicable 
as the factor from Little Falls to Dolgeville, and so remained 
until February 29, 1920, the last day of federal control when a 
Proportional scale beginning with 18 cents first class, became 
effective as a substitute for the minimum class scale beginning 
With 25 cents first class. Prior to General Order No. 28, the 
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class scale for use in connection with the rates to Little Falls 
began with 14.5 cents first class. Both minimum and proportional 
class scales were increased 40 per cent August 26, 1920. 

From points west of the Buffalo-Pittsburgh line to Dolgeville, 
arbitraries were added. Prior to the general reduction of 1922 
the first class arbitrary was 25 cents. 

The complainant asked rates to Dolgeville the same as Little 
Falls, on the theory that there was undue prejudice by reason 
of the higher rates to Dolgeville. The Commission said the issue 
was not properly raised. The Commission pointed out that Dolge- 
ville, on a branch line of the New York Central was treated in 
the same way as other points on branch or short lines in that 
part of the country. 


EMPTY CONTAINERS RETURNED 


A finding of unreasonableness and an award of reparation 
have been made in No. 12070, Purity Extract & Tonic Company 
vs. Director-General, Alabama & Vicksburg, et al., opinion No. 
8030, 74 I. C. C. 263-70, as to rates on empty returned beverage 
containers, carloads, from points in Southern Classification ter- 
ritory, or from which the rates are subject to the Southern 
Classification, to Chattanooga. The Commission found them un- 
reasonable to the extent they exceeded or exceed the beverage 
rates, or the sixth class rates, if lower than the beverage rates, 
in the opposite direction. 

Sixth class was put on empty containers when the Consoli- 
dated Classification was adopted to displace a rating of one-half 
the carload rate on beer in the opposite direction. 

In deciding this case the Commission said it was possible 
that in establishing sixth class on empty containers returned 
the carriers had not given consideration enough to the compara- 
tively low value of the service rendered. It said the fact that 
rates equal to two-thirds of the rate in the opposite direction 
had been generally established throughout the South since sixth 
class rating was established was evidence tending to point to 
the conclusion that not sufficient consideration had been given 
to question of rating. 

It said it could not find the sixth class rating unreasonable, 
but that it could not overlook instances, in which, since De- 
cember 30, 1919, rates exacted were higher than the rates on 
the beverages in the opposite direction, or sixth class, if lower. 


CANCELLATION NOT JUSTIFIED 


In a report on I. and S. No. 1626, Cancellation of Joint Rates 
from and to Green Hill, S. C., on the Alcolu Railroad, (mimeo- 
graphed without page or opinion numbers) the Commission has 
held the proposed cancellation of joint interstate rates to and 
from that point had not been justified. The Atlantic Coast 
Line, respondent in this proceeding, proposed the cancellation of 
the joint rates because it said it entertained serious doubts as 
to the legality of dividing joint rates with the Alcolu Railroad. 
It felt that the most expedient way to bring the question to the 
attention of the Commission would be to propose cancellation 
of rates to and from Green Hill, a situation on the Alcolu Rail- 
road, about 2700 feet from its junction with the Atlantic Coast 
Line. 

Cancellation, as a matter of fact, has already taken place 
but it was agreed by the Atlantic Coast Line that if the Com- 
mission found it not justified the joint rate would be restored. 
The status of the Alcolu Railroad as a common carrier, the 
report said, was not questioned. The only question was as to 
the division of rates to and from that one station, which is: the 
shipping point of most of the traffic of the proprietary interests, 
the railroad stock being held by members of the family of the 
late D. W. Alderman, who also hold the stock of D. W. Alderman 
& Sons, the lumber interest that ships to and from Green Hill. 
The Alderman interests own the houses in which live the 
employees of the company at Green Hill, and also the railroad 
station. 

The junction point is Alcolu. The report said there was no 
traffic to and from Green Hill except that of the Alderman com- 
pany and a small amount of lumber originating on a logging road. 

The Alcolu, for its short haul on the Alderman lumber, from 
the mill, receives 3 cents out of a rate of 13.5 to Virginia Cities. 
The Commission said the allowance in the Tap Line Case, for 
a haul of a mile or less, denominated by it as a switching haul, 
was only $3 per car. The division to the Alcolu amounts to about 
$16.80 per car. The Alcolu was not a party to the Tap Line Case, 
the Commission said, but the general character of the road and 
the traffic moved by it, was not unlike that of some lines which 
were parties to that case. 

Prior to 1920, the Commission’s report said, there was 
physical connection between the Atlantic Coast Line and the 
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industry track of the Alderman company. The latter tracks, 
however, now connect only with the Alcolu at Alcolu. Con- 
tinuing a recital of the facts, the Commission said: 


Formerly the planing mill was close to the rails of respondent, but 
it was destroyed by fire in 1920. The new planing mill is about 700 
feet from respondent’s rails. The lumber is taken from the planing 
mill to a shipping shed some 1,400 feet from respondent’s line. Prac- 
tically all the shipments are made from the shipping shed, by way of 
Green Hill. This makes a virtual back haul over the rails of the Alcolu 
Railroad. It is admitted that one of the reasohs for the rearrange- 
ment of the buildings of the lumber mill was to give all the traffic 
to the Alcolu Railroad at Green Hill. It is stated, however, that 
there were other and economic reasons for this change. 

In 1914 there was no station on the Alcolu Railroad known as 
Green Hill, the first station being McLeods, S. C., about two miles 
from <Alcolu. On July 31, 1915, the Alcolu Railroad requested re- 
spondent to publish joint rates from and to a new non-agency station 
to be known as Green Hill, stating that its location was one mile 
from Alcolu. Such joint rates were published on the same basis 
as rates from and to other points on the Alcolu Railroad and the 
same divisions were allowed. Prior to their publication the Alder- 
man Company had been moving lumber from its mill at Alcolu to 
McLeods and back to Alcolu. Hauling lumber and forest products 
over unnecessary and circuitous routes before delivery to the con- 
necting trunk line was condemned in Wastful Service by Tap Lines, 
53 I. C. C., 656. Since the publication of joint rates from Green Hill 
the Alderman Company has shipped all of its lumber from that 
point. Rospondent cited instances of irregularities which occurred 
in 1915 and 1919 where merchandise billed to Green Hill and con- 
signed to the Alderman Company had been taken by dray from 
respondent’s station at Alcolu; and where live stock was loaded 
at respondent’s pens, taken to Green Hill and shipped from that 
point back through Alcolu. There is no evidence in this record 
that such irregular practices exist at the present time. ; 

The Alcolu Railroad owns no freight cars, but obtains from 
750 to 1,000 cars a year from respondent. It is not a subscriber to 
the per diem agreement of the American Railroad Association, but 
has a contract with respondent under which it pays to respondent 
the full per diem rates. It assesses demurrage against all shippers 
on its line, including the Alderman company. ; 4S 

A disagreement between carriers as to divisions is not a justi- 
fication for the cancellation of joint rates. The division on lumber 
and forest products which the Alcolu Railroad now receives for the 
service it performs from Green Hill to Alcolu appears to be ex- 
cessive, but a proceeding of this character is not appropriate for de- 
termining divisions of joint rates. Carriers will be expected to 


revise the divisions of their joint rates on classes and commodities * 


from and to Green Hill. If these can not be eageenrose. d arranged 
the matter may be presented to us in the manner.prescribed by the 
act for adjusting such controversies, 


SIOUX CITY PROPORTIONALS 


The Commission, in a report on I. and S. Nos. 1621 and 
1678, proportional rates on grain and grain products from Sioux 
City to Arkansas and Missouri, opinion No. 8043, 74 I. C. C. 
341-4, held the carriers had not justified their proposed pro- 
portional rates on grain and articles taking the same rates, 
from Sioux City to destinations in Arkansas and Missouri on 
the St. Louis Southwestern, four cents higher than from Omaha. 
Two cases instead of only one were created by the fact that 
the rates, on the basis indicated, were to apply over different 
routes. 

Condemnation of the proposal was based on a conclusion 
that the proposals would give Sioux City additional routes over 
which to ship grain to the destinations involved “under rates 
which place the Kansas City market at an undue and unrea- 
sonable disadvantage and would increase the handicap at these 
destinations under which Kansas City is now laboring.” 

The railroads pointed out that the proposed rates were not 
new ones, not in effect over any route, but merely the rates 
in effect over other routes. To disapprove them, they said, 
would be to deny to the Illinois Central, and likewise the 
St. Louis-San Francisco, an opportunity to participate in the 
traffic. 

Suspension of the tariffs was procured by the Kansas City 
Board of Trade. By reference, the cases created by the orders 
in these proceedings, became a kind of appendix to Proportional 
Rates on Grain and Grain Products, 69 I. C. C. 203. In addition 
to the rates therein referred to, the Commission in the instant 
cases, said, proportional rates 4 cents higher than from Omaha 
were established February 5, 1922, from Sioux City over the 
Burlington, to East St. Louis and the St. Louis Southwestern 
beyond, to destinations in Arkansas and Missouri. By the 
schedules suspended in I. and S. No. 1621, one of the instant 
cases, the Illinois Central via Cairo, and in No. 1678, the St. 
Louis-San Francisco, in connection with the Burlington via 
Kansas City, proposed to establish identical rates, except for 
slight differences in a few rates on wheat, over their respective 
routes, to the same destinations on the Cotton Belt. 

Prior to 1918, the Commission said, the spread between 
the inbound rates from the territory of origin from which Sioux 
City draws grain, to Omaha and Kansas City, was about equal 
to the spread between the outbound proportionals from thosd 
markets to the southwest, the two markets being on terms of 
practical equality. The General Order No. 28 increases de- 
stroyed the relationship, with the result that combinations based 
on Omaha made lower than those based on Kansas City. The 
Omaha basis, the Commission said, was the general basis for 
rates from shipping points north of Omaha to the southwest, 
with certain exceptions. 

In Proportional Rates on Grain and Grain Products, before 
mentioned, the Commission said it disapproved the scheme of 
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making proportionals from Sioux City, based differentially over 
Omaha, to destinations in Louisiana and Texas. The Kansas 
City interests objected to the proposals in the schedules sus- 
pended in these cases for the reasons which caused the Co 2- 
mission, in the other case, to disapprove the proposal to make 
proportionals in that way. In that prior case the Commission 
said it had found that while Sioux City was entitled to a rate 
adjustment to Louisiana and Texas as favorable as Omaha or 
Kansas City, but that to accord Sioux City proportional rates 
and transit under them to Kansas City, would place Kansas 
City at an undue and unreasonable disadvantage. It said thai 
what it said in that case applied with equal force in these cases. 
Approval of the rates proposed in these cases, it said, would be 
approval of something that was disapproved in the earlier case, 
one effect of the tariffs in the two cases, being the transfer 
of the rate-breaking point from Kansas City to Sioux City. 

In summing up the instant cases, the Commission said: 


The proportional rates now applicable over the Burlington and 
St. Louis Southwestern have not received our approval. The effect 
of the proposed rates would be to give the Sioux City market addi- 
tional routes over which to ship grain to these destinations under 
rates which place the Kansas City market at an undue and un- 
reasonable disadvantage and would increase the handicap at these 
destinations under which Kansas City is now laboring. Approval of 
the proposed rates would thus support a situation which we con- 
demned in the case cited. Moreover the proposed rates would re 
sult in violations of the long-and-short-haul provision of the fourth 
section of the interstate commerce act at certain Iowa points inter- 
mediate between Sioux City and destination. 

We are not unmindful of the difficulties attending an approxi- 
mate equalization of the rates on grain, and artitcles taking the same 
rates, from this territory of origin to and beyond the more important 
Missouri River markets when destined to points in the Southwest. 
Nor are we unmindful that the present rate adjustment may be un- 
duly preferential of Omaha and unduly prejudicial to both Sioux 
City and Kansas City. We can not, however, sanction any attempts 
to attain the desired end by employing piecemeal methods which 
work to the advantage of one market at the expense of another. In 
terested carriers and shippers should give this matter prompt atten- 
tion, with a view to effecting a harmonious readjustment. This rec- 
ord will not permit us to determine the manner in which such a re- 
adjustment should be made, but consideration should be given to 
the advisability of establishing proportional rates between the mar- 
kets which can serve as reasonable differentials both in the inbound 
and outbound rates to and from the markets. 


PETROLEUM PROPORTIONALS 


The Commission has approved, in a report on I. and S. 
No. 1592, Proportional Rates on Petroleum and Its Products 
from Mississippi River Crossings to Canada, opinion No. 8045, 
74 I. C. C. 349-51, cancellation of joint commodity rates from 
Mississippi River crossings to points in the provinces of On- 
tario and Quebec, applicable on Petroleum and its products, 
originating at points in Kansas, Louisiana, Oklahoma, Texas, 
Wyoming and at Sugar Creek, Mo. The cancellation leaves in 
effect fifth class rates. The American railroads canceled the 
commodity rates because their Canadian connections notified 
them they would have to do either that or pay them divisions 
calculated on the basis of fifth class. Inasmuch as Central 
Freight Association lines, for many months past, have been 
bringing petroleum rates up to fifth class, they elected to cancel 
the proportionals, rather than deplete their revenues. 


MAGNESITE STUCCO RATES 


The Commission, in a report on I. and S. No. 1622 and 
I. and S. No. 1676, Magnesite Stucco Between Points in Western 
Trunk Line Territory (mimeographed, without page or opinion 
numbers), has decided the railroads have not justified their 
proposal to withdraw stucco rates from application to mag- 
nesite stucco. The Commission did not accept the argument 
that the greater value of magnesite stucco warranted what they 
proposed or that the non-application was intended merely to 
clarify tariffs in which they said it had not been intended to 
include magnesite stucco as taking stucco rates. 


GONDOLA CAR RATES 


An order of dismissal has been entered in No. 12649, State 
Highway Department of Texas vs. Pittsburgh, Cincinnati, Chicago 
& St. Louis et al., opinion No. 8049, 74 I. C. C. 367-8, the Com- 
mission holding that a class A rate of $1.60 per 100 pounds was 
properly applied on five carloads of narrow gauge railway 
gondolas, shipped in September, 1920, from Columbus, O. to San 
Antonio, Tex., and was not unreasonable or otherwise unlawful. 
The class A rating was for “railway cars with more than four 
wheels.” The complainant contended for a rate of 94.5 cents 
applicable on “railway equipment” which covered the shipments 
except car bodies with wooden bottoms, sides and ends. The 
class A rating was applicable on complete cars or parts, thereof, 
the Commission said. It said the shipments were unsual and 
it did not appear that further shipments would be made. 


IRON ORE COMPLAINT DISMISSED 


An order of dismissal has been made in No. 13288, Missis- 
sippi Valley Iron Company vs. Chicago & North Western et 
al., and a sub-number of the same complaint, Same vs. Same, 
opinion No. 8050, 74 I. C. C., 369-71, on a finding that rates on 
iron ore, from Ironwood, Mich., and Baraboo, Wis., to Caronde- 
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let, Mo., within the switching limits of St. Louis, are not un- 
reasonable. The complainant alleged the rates between August 
26, 1920, and July 6, 1921, were unjust, unreasonable and un- 
justly discriminatory. Prior to Ex Parte 74, the rates were $3 
from Ironwood, and $2.10 from Baraboo. August 25, 1920, they 
became $4.05, and $2.835 respectively. 

In July, 1921, the carriers reduced the rates in question 
to $3.25 and $2.35, which the Commission, in St. Louis Coke 
& Chemical Co. vs. A. & S., 62 I. C. C. 194, said would be rea- 
sonable to apply to Granite City, within the switching limits 
of East St. Louis. The complainant desired reparation to the 
basis of the subsequently reduced rates, but the carriers re- 
sisted the demand on the ground that the rates they put in to 
Carondelet were less than reasonable maximum rates. 


Commissioner Campbell dissented, but did not write a sepa- 
rate opinion. 


RELIEF ON COAL DENIED 


In a supplemental report on I. and S., Nos. 1524 and 1575, 
coal from the Southwest to Omaha and related points, with Com- 
missioner Campbell dissenting, opinion No. 8047, 74 I. C. C. 
359-62, the Commission has denied authority to maintain rates 
on coal from mines in Missouri, Kansas, Oklahoma and Arkansas 
to St. Joseph and Rushville, Mo., Atchison and Leavenworth, 
Kans. Relief has been granted as to Omaha and Lincoln. The 
original report in these cases was made in 73 I. C. C. 5386. The 
fourth section phase of the cases were reserved for further con- 
sideration. After the original report the carriers other than the 
Rock Island said they would correct fourth section departures. 
The Rock Island, the Commission said, was therefore the only 
one seeking relief. Fourth section order No. 8487 gives relief 
to the extent indicated and denies relief as of April 11. 


COPRA CAKE REPARATION 


An award of reparation on account of an unreasonable rate 
on copra cake, from Eunice, La., to Peoria, Ill., ground in transit 
at New Orleans, has been made in No. 11112, Southport Mill, 
Ltd., vs. Director-General, Illinois Central et al., opinion No. 
8039, 74 I. C. C. 327-9. The cake and meal were moved in the 
spring of 1918. The Commission held the rate unreasonable to 
the extent it exceeded 29 cents. 


HOOF MEAL RATE 


A finding of unreasonableness, an order of reparation and 
an order to establish a reasonable rate for the future have been 
made in No. 12583, Morris & Company vs. Director-General, Mis- 
souri Pacific et al., opinion No. 8024, 74 I. C. C. 242-4, as to the 
rate on hoof meal, from Chicago to San Francisco. Hoof meal 
is an ingredient in fertilizer. It is made by pulverizing hoofs 
of cattle, which, on account of deformity or other fault, are 
not suitable for other uses. The contention mainly relied upon 
was that hoof meal should take no rate higher than imposed 
on dried blood or packing house tankage. The railroads con- 
tended the rate on hoof meal was not too high and that the 
rate on dried blood and tankage should be brought up. The 
rate charged was $2.19. The Commission said that that rate 
was unreasonable to the extent it exceeded 81.5 cents. The 
carriers are to establish a rate, no higher than that on dried blood 


or tankage, not later than March 5. The shipment moved in 
1919. 


C. F. A. SALT CASE 


In a report on I. and S. No. 1624, Salt from C. F. A. to 
Western Trunk Line Destinations and Between Points in C. F. 
A. Territory, opinion No. 8067, 74 I. C. C., 409-18, writen by 
Commissioner Eastman, the Commission held the carriers had 
justified their proposal to reduce rates on salt, carloads, from 
Michigan and Ohio producing ,points and from Chicago, to 
destinations west of the Mississippi river crossings in Iowa and 
Missouri considered as a whole. Modifications and charges in 
rates in particular destinations were recommended, chief of 
which recommendations was that Mason City and other salt 
consuming points in northeastern and central Iowa be given 
the same rates as Des Moines. 

It held they had not justified their proposal to make re- 
ductions from Detroit and certain other eastern Michigan pro- 
ducing points to Chicago, Chicago rate points, and intermediate 
destinations in Indiana, Ohio and Michigan on account of what 
it held would be undue prejudice to Halite, N. Y., and undue 
Preference for shippers at Detroit and other eastern Michigan 
Producing centers. 

Schedules embraced within the order creating this pro- 
ceeding were considered in connection with three formal com- 
plaints, viz; No. 14025, Crystal Salt Co. vs. D. L. & W.; No. 
14106, Sterling Salt Co. vs. Ann Arbor; and No. 14157, Colonial 
Salt Co. vs. C. & E. The complaints brought in issue rates 
salt from the. Michigan, Ohio, New York and Louisiana salt 
fields to competitive markets in cenrtal territory and in Mis- 
sourj and Iowa. But the report in the suspension proceeding 
does not cover the formal complaints. They will be disposed 
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of in a later report, the report in the suspension proceedings 
says. 

Reductions from Chicago were proposed to points west of 
the Mississippi river crossings to preserve the relationship of 
Chicago and Detroit to destinations in Missouri and Iowa. The 
rates from Michigan and Ohio were grouped with those from 
Chicago as was done in the Colonial Salt case, 31 I. C. C. 
559,570. The relationship of the Ohio and Michigan groups was 
not in question, the difference, Ohio two cents over Michigan 
being preserved. 

The case raised an issue as to rates from two large groups 
of origin, Michigan one and Ohio the other, to two groups of 
destination. One group of destination, in the form of a piece 
of pie, with the Mississippi river as its base, extending from 
Rock Island and Muscatine on the north and east, to Gallatin 
and Carrollton, Mo., on the west and nearly as far south as St. 
Louis, constitutes the Missouri group. The rate proposed from 
the Michigan group to that group was $4.62 per ton. The 
second destination group lies to the northwest of the first men- 
tioned or Missouri group, and extends from Davenport and 
Dubuque to Waterloo and Des Moines and southwest almost to 
St. Joseph, Mo., and is known as the Iowa group. To that 
group the rate from the Michigan group of origin, as proposed, 
was $5,13 per ton. 

On the date the rates to the before mentioned groups were 
published, to become effective August 22, some of the carriers 
proposed a rate of $4.62 from the Michigan group of origin, to 
a number of points on or near the Mississippi, such as Daven- 
port, Muscatine, Burlington, Fort Madison and Keokuk, Iowa, 
East Moline, Rock Island, East Burlington and East Fort Madi- 
son, Ills. That rate was protested but not suspended. 

The proposals under consideration in this case followed 
the reduction of rates from points in Kansas, other than Little 
River, to East St. Louis, to $4.59, 60,000 minimum, which was 
proposed after the Southern Pacific and other lines serving 
the Louisiana salt mines joined with the Illinois Central to 
propose a rate of $4.20 per ton to Chicago to replace a rate of 
$5.18, 30,000 pounds minimum. The Commission disapproved 
that proposal, thus leaving in effect a rate of $4.59 to St. Louis 
which was met by the reduction from Kansas. 

In the way indicated the adjustment agreed upon in 1909 
after a period of unrest and fighting, according to central and 
western lines, was broken up and laid the foundation for this 
proceeding and the formal complaints. The central and western 
lines protested against the reduction from Kansas, claiming it 
encreached upon the “neutral zone,” established in 1909 as the 
place where the rates from Kansas and Michigan should be 
equal. 

They claimed that if $4.62 is a reasonable rate from Kansas 
to Chicago, for a haul of 674 miles, they would be justified in 
carrying the rate from Detroit even beyond the western limit 


of the Missouri group at Carrollton, over the direct line of the 
Wabash. 


Commissioner Eastman said there was merit in that con- 
tention. The record, he said, showed that salt moved from 
some Michigan producing points on shorter mileages than from 
Kansas and in the direction of the empty movement while salt 
from Kansas moved with the bulk of the traffic eastward. He 
said every car of salt hauled westward from Detroit helped 
balance the traffic. 

The Commission found that under present conditions, with 
the rates from the Kansas field to Chicago blanketed back 
over intermediate territory for long distances, the proposed 
rates to the Iowa and Missouri groups had been justified. That 
finding, however, was without prejudice to any adjustment that 
might be deemed necessary by reason of the three formal com- 
plaints. Mr. Eastman said that in the limited time allowed 
under a suspension proceeding it was manifestly impossible 
to consider the relationship between the rates from Kansas 
and those from Michigan to the territory in question, in any 
detailed way. Nor could the Commission, the report said, 
undertake to correct minor maladjustments in rates to particular 
points which often occur in situations where the territory 
involved is of such wide extent. Mr. Eastman, however, dis- 
cussed the rates to Iowa points, which he said, should be 
promptly readjusted. He said there was no apparent reason 
why Mason City and any other important salt consuming 
center in northeastern or central Iowa should not have the 
same rates as Des Moines. 

The other phrase of the case in which a finding of non- 
justification was entered was created by the proposal of the 
Wabash, Nickel Plate, Grand Trunk and the Detroit, Toledo & 
Ironton, to establish a rate of 10 cents, minimum 80,000 pounds, 
on bulk salt from Detroit, Bay City, Port Huron, Saginaw and 
a few other points in Eastern Michigan to Chicago and grouped 
points in Illinois, and many intermediate points in Indiana, 
Ohio and Michigan, in addition to the 11.5 cent rate, minimum 
60,000 pounds. 

Commissioner Eastman said the 10 cent rate appeared to 
have been prompted mainly by threats of principal shippers 
of rock salt from Detroit that, unless such a reduction was 
made, in line with reductions from Kansas, salt from Detroit 
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would be shipped by water instead of rail. The Commission said 
salt did not appear to be moving at the present time from De- 
troit to Chicago, and therefore that the threatened water com- 
petition could be regarded as only potential. The Grand Trunk, 
it said, concurred unwillingly in the 10 cent rate and hoped it 
would be condemned. The Wabash alone, the report made it 
appear, supported the 10 cent rate. The Commission said the 
Wabash was a party to the rate from Halite, N. Y., and formed 
part of the short line betwen Halite and Chicago, resulting in 
undue prejudice against Halite. 


RECONSIGNED RULE APPROVED 


An order of dismissal has been made in No. 13237, Kansas 
City Hay Dealers’ Association vs. Atchison, Topeka & Santa Fe 
et al., opinion No. 8046, 74 I. C. C. 352-8, the Commission holding 
that the rules providing for one diversion or reconsignment 
at the through rate of carload shipments of hay or straw, and 
for a reconsignment charge of $7 in addition to the combination 
of locals to and from the reconsignment or diversion, had not 
been shown to be unreasonable or otherwise unlawful. 

The dismissal amounted to a refusal of the Commission to 
reverse its finding, made in the big reconsignment case, that 
a reconsignment charge should be made in addition to the 
assessment of the full combination when a shipment was re- 
consigned or diverted more than once. 

Commissioner Daniels, author of the report, said the record 
was not sufficient to warrant reversal of the findings made in 


the Reconsignment Case, 47 I. C. C. 590, decided December 24, 
1917. 


TANK MATERIAL RATE 


The Commission has dismissed No. 12869, Indiahoma Re- 
fining Co. vs. Director-General, St. Louis Merchants’ Bridge 
Terminal Railway, et al., opinion No. 8062, 74 I. C. C. 392-4, 
holding the rate on steel tank material, knocked down, from 
Bristow, Okla., to East St. Louis, shipped in December, 1918, 
and January, 1919, was not unreasonable. : 


SWITCHING CHARGES REASONABLE 


Dismissal of the complaint in No. 12539, Arizona Packing 
Company vs. Director-General, as agent, and Arizona Eastern, 
opinion No. 8058, 74 I. C. C. 387-8, has been made by the Com- 
mission on a finding that switching charges on carload ship- 
ments delivered to and received from complainant’s packing 
plant at Cactus, Ariz., were not unreasonable, unjustly dis- 


criminatory or unduly prejudicial. Commissioner Campbell dis- 
sented. 





CABBAGE RATES REASONABLE 


On a finding that rates on cabbage from Meggetts, S. C., 
to Scranton and Wilkes-Barre, Pa., were not unreasonable, the 
Commission has dismissed the complaint in No. 12979, Lustig- 
Burgerhoff Company et al. vs. Director-General, as agent, opin- 
ion No. 8063, 74 I. C. C. 395. 


RATE ON MAGNESIUM CHLORIDE 


The Commission has dismissed the complaint in No. 13146, 
Salt Lake Chemical Company vs. Director-General, as agent, 
and Chicago & Illinois Western, opinion No. 8065, 74 I. C. C. 
399, on a finding that the rate on magnesium chloride, in tank- 
car loads, from Burmester, Utah, to Chicago, Ill., was not un- 
reasonable, or unduly prejudicial. 


CIRCUS AND CARNIVAL RATES 


The Commission, without deciding the jurisdictional question 
involved, has dismissed No. 11941, Coma vs. St. Louis-San Fran- 
cisco et al., opinion No. 8066, 74 I. C. C. 400-8, holding the charges 
assailed could not be regarded as in violation of either the inter- 
state commerce or federal control laws, even if those acts should 
be construed as giving the Commission power to enter such 
orders as the complainant prayed. 

Coma is an organization of circus and carnival companies 
having their area of operations in the southwest and west. It 
complained against the Frisco, Katy and the Rock Island, alleging 
that since the period of federal control the rates actually charged 
and sought to be charged for the movement of the shows were 
and are illegal, unreasonable and unjustly discriminatory, in vio- 
lation of the two acts mentioned. 

The transportation was made under contracts with the car- 
riers, not as common but as private carriers. During federal con- 
trol the transportation for each movement was made under a 
separate contract. The contracts were filed, after federal con- 
trol, on one day’s notice in accordance with tariff circular 18A. 
At times the carriers have refused to handle shows, claiming 
there was no obligation of law requiring them to handle them 
as units. In the report, written by Commissioner Campbell, are 
the following observations on the subject of jurisdiction: 


1. While these cases involved consideration of the special con- 
tracts, they were generally actions for the recovery of damages 
based on alleged negligence of the carrier, and the extent of our 


jurisdiction over the rates, rules, charges, regulations, and practices 
of the carriers as common carriers was not brought to issue. More- 
over, recent amendments to the act to regulate commerce have 
broadened both the scope of the original act and our jurisdiction and 
the cases referred to, with few exceptions, were decided prior to the 


1906 amendment, while the rule of our tariff circular was adopted 
subsequent thereto. 


2. A contract of one of the defendants, filed as an exhibit, re- 
serves the right to the carrier of “handling this movement in regular 
train service or to fill out train with commercial tonnage,’’ and de- 
fendants’ practices in this respect and in rendering any part of the 
contractual service in connection with passenger trains operated by 
them as common carriers does not add force to their claims that the 
service here in question was and is performed only in their capacity 
as a private carrier. On the other hand, complainant’s position is 
equally inconsistent, for despite the express reservations in the con- 
tracts, only defendants’ charges are here assailed and complainant’s 
members generally express satisfaction with, and are not seeking a 
change in other provisions of the contracts, though in view of the 
Cummins’ amendment, if the rates are subject to our jurisdiction, 


they may not be based on released values which have not been 
authorized by us. 


3. Defendants maintain intrastate rates on circuses and show 
in Oklahoma prescribed by the corporation commission of that State, 
and in a recent decision of the Supreme Court of Oklahoma in A. T, 
& S. F. Ry. Co. vs. State of Oklahoma, it was held that the corpora- 
tion commission had not exceeded its authority under the tatutes 
of that State in prescribing rates therefor. 

,4. In Snook vs. Central R. R. Co. of N. J., 17 I. C. CG, 375, in 
which complainant demanded the restoration of station facilities at 
a point on the lines of certain carriers, and in which our authority 
over such matters was challenged by the carriers, though withhold- 
ing an expression of opinion upon the jurisdictional question, we 
dismissed the complaint with the finding that upon the facts shown, 


the complainant was not entitled to the relief asked even if we had 
authority to grant such relief. 


It does not appear that defendants have discriminated in their 
pre or practices as between the different show owner, or unduly 
discriminated against this traffic in any respect. It, moreover, does 
not appear that the level of these charges is unreasonable or that 
complainant is entitled to the relief asked even if we were authorized 


to exercise jurisdiction, and no opinion need be or is here expressed 
with respect to the jurisdictional question. “ 


ST. LOUIS CHARGES CONDEMNED 


In a report, written by Chairman McChord on No. 11339, 
St. Louis Chamber of Commerce et al. vs. Director-General, 
Terminal Railroad Association of St. Louis, et al., opinion 8038, 
74 I. C. C., 30826, and several dozen related cases, the Com- 
mission condemned the application of the minimum class scale 
and the carload minimum on trans-river traffic between East 
St. Louis and St. Louis, between June 25 and September 25, 
1918, as unreasonable and awarded reparation as more fully 
hereinafter set forth. It held the carload rate on cement from 
Prospect Hill to points within the St. Louis switching district 
and from Sugar Creek to points within the Kansas City district 
not unreasonable or otherwise unlawful and dismissed the two 
complaints involving the rates from those suburbs of the two 
Missouri cities to and from the cities proper. 

This report also embraces No. 10937, J. Warshafsky & Son 
vs. Terminal Railroad Association of St. Louis, Director-General, 
et al.; No. 11019, Missouri Portland Cement Company vs. Di- 
rector-General and Atchison, Topeka & Santa Fe Railway Con- 
pany; No. 11043, Missouri Malleable Iron Company vs. Terminal 
Railroad Association of St. Louis, Director-General, et al.; No. 
11043 (Sub-No. 1), A. Wolff Iron & Metal Company et al. vs. 
Same; No. 11136, Granite City Steel Works et al. vs. Director- 
General, Terminal Railroad Association of St. Louis, et al.; No. 
11284, Missouri Portland Cement Company vs. Director-General; 
No. 11285, Same vs. Same; No. 11288, Same vs. Director-General 
and Manufacturers’ Railway Company; No. 11294, Same vs. Di- 
rector-General; No. 11295, Mississippi Valley Iron Company vs. 
Missouri Pacific Railroad Company and Director-General; No. 
11384, Missouri Portland Cement Company vs. Director-General, 
as agent; No. 11387, General Chemical Company vs. Director- 
General, Terminal Railroad Association of St. Louis et al.; 
No. 11561, Swift & Company vs. Missouri Pacific Railroad Com- 
pany, Director-General, as agent, et al.; No. 11561 (Sub-No. 1), 
Armour & Company vs. Director-General, as agent; No. 11664, 
Aluminum Ore Company vs. Same; No. 11687, Morris & Con- 
pany vs. Same; No. 11891, Mississippi Valley Iron Company vs. 
Missouri Pacific Railroad Company, Director-General, as agent, 


et al.; and No. 12151, Corn Products Refining Company vs. Di- 
rector-General, as agent. 


The Commission’s findings were as follows: 





We find that the carload class rates charged by the Terminal, 
when applied to transriver movement within the St. Louis-East 
St. Louis switching district during the period from June 25 to 
September 24, 1918, inclusive, were unreasonable to the extent 
that they exceeded 3 cents per 100 pounds; and that the minimum 
charge of $15 per car in connection with both class and com- 
modity rates for the same movement was unreasonable to the 
extent that it exceeded $12 per car. 

We further find that complainants, J. Warshafsky & Son, 
Missouri Malleable Iron Company, A. Wolff Iron & Metal Com- 
pany, S. Seidel Iron & Metal Company, Max Svetsinsky & Com- 
pany, Polar Wave Ice & Fuel Company, Purina Mills, Southern 
Wheel Company, National Iron & Metal Company, Granite City 
Steel Works, National Enameling & Stamping Company, Missour! 
Portland Cement Company, Certain-teed Products Corporation 
Harry Benjamin Equipment Company, Lesser-Goldman Company, 
Mississippi Glass Company, Monsanto Chemical Works, Provident 
Chemical Works, Walter A. Zelnicker Supply Company, Werthan 
Bag Company, Arthur Sherwood, General Chemical Company, 
Swift & Company, Armour & Company, Morris & Company, Alumi- 
num Ore Company, Mississippi Valley Iron Company, Anheuser 
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December 23, 1922 


Busch Brewing Association and Corn Products Refining Company, 
made, or caused to be made, various transriver shipments under 
the rates assailed, and ultimately bore the charges thereon, that 
they were damaged thereby in the amount that the chargs paid 
exceeded those which would have accrued at the rates and mini- 
mum charge herein found reasonable; and that they are entitled to 
reparation, with interest. The evidence of payment and bearing 
of the charges is not sufficient to support an award of reparation 
on the scrap iron shipments of the Missouri Malleable Iron Com- 
pany, or on shipments of the Boeckler Lumber Company. The 
foregoing findings embrace only such shipments of the Corn 
Products Refining Company as were listed in its complaint, filed 
January 26, 1921. 

We further find that the carload commodity rates in effect 
for transriver movement since June 25, 1918, and the minimum 
charge of $12 per car applicable in connection therewith, were 
not and are not unreasonable or otherwise unlawful. 

We further find that the combination carload rates on sand 
from the loading plant of the Missouri Portland Cement Company 
to points within the St. Louis switching district, subject to a mini- 
mum charge of $5 per car for the through movement, were un- 
reasonable in so far as applicable— 

(1) To destinations on the Missouri Pacific Railway from 
June 25 to Novemler 26, 1918, inclusive, to the extent that they 
exceeded the aggregate of the rates in effect on January 15, 1919; 

(2) To destinations on the North St. Louis line of the Wabash 
Railroad from June 25, 1918, to January 17, 1919, inclusive, to the 
extent that they exceeded the aggregate of the rates in effect on 
January 18, 1919; 

(3) To other destinations on the Wabash Railroad from June 
25 to December 19, 1918, inclusive, to the extent that they ex- 
— the aggregate of the rates in effect on December 20, 1918; 
an 

(4) To destinations on the Chicago, Rock Island & Pacific 
Railway from June 25, 1918, to March 23, 1919, inclusive, to the 
extent that they exceeded the aggregate of the rates in effect on 
March 24, 1919. 

We further find that the carload rate on coke from the plant 
of the Laclede Gas Company, at Catalan street, to the plant of 
the Mississippi Valley Iron Company, at Soper street, from June 
25 to November 26, 1918, inclusive, was unreasonable to the extent 
that it exceeded 1.5 cents per 100 pounds. 

We further find that the Missouri Portland Cement Company 
made shipments of sand under the rates-assailed; that the Mis- 
sissippi Valley Iron Company caused to be shipped to it numer- 
ous carloads of coke; that these two complainants paid and bore 
the charges on the shipments made or caused to be made by them; 
that they were damaged thereby in the amount that the charges 
paid exceeded those which would have accrued on the bases herein 
—_  poeceannat and that they are entitled to reparation, with 
interest. 

We further find that the carload rates on cement from the 
plant of the Missouri Portland Cement Company, at Prospect 
Hill, to various points within the St. Louis-East St. Louis switch- 
ing district during the period from June 25 to December 9, 1918, 
inclusive, and from that company’s plant at Sugar Creek to points 
within the Kansas City switching district from June 25 to Novem- 
ber 24, 1918, inclusive, were not unreasonable or otherwise un- 


lawful. 
LACK OF JURISDICTION 


Reparation on intrastate shipments of coal from La Marsh, 
Ill., to Galesburg, IIl., made after federal control, has been denied 
by the Commission for lack of jurisdiction in a report on No. 
13091, M. E. Case Coal Company et al. vs. Chicago, Burlington & 
Quincy et al., opinion No. 8061, 74 I. C. C., 391. The complaint 
was dismissed. 

Pointing out that the movement, which occurred between 
June 1 and August 31, 1920, was intrastate, the Commission said 
the rates assailed were not attacked because of their relation- 
ship to interstate rates. It said the case had been presented on 
the theory that section 208 of the transportation act conferred 
jurisdiction on it to enforce the provisions of the interstate com- 
saa act on intrastate traffic during the so-called guaranty 
period. 

“We are without jurisdiction to award reparation on intra- 
state shipments which moved during the guaranty period,” the 


Commission concluded, citing Cannelton Sewer Pipe Co. Vs. 
Director-General, 73 I. C. C. 27. 


COMMISSION ORDERS 


Petition for rehearing, reargument, or reconsideration 
of No. 12241, Standard Pencil Co. vs. Director-General, filed by 
the Director-General, was denied. 

_ Complainant’s petition to reopen for argument No. 12050, 
Chicago Sewer Pipe Co. vs. Director-General, C. & E. I. et al., 
was denied. 

The Commission, upon petition of complainant, has reopened 
for further oral argument No. 11674, Hillsboro Coal Co. vs. C. 
C.C. & St. L. et al. 

On petition of defendants, the Commission has reopened 
for further oral argument No. 12982, Weatherford, Crump & Co. 
vs. Abiline & Southern et al. 

Complainant’s petition for interpretation and modification 
of the report and order in No. 10741, Cedar Rapids Gas Co. vs. 
Director-General, Rock Island, was denied. 

On petition of the Director-General, the Commission has 
reopened for further oral argument No. 11379, Penick & Ford, 
Ltd. Inc. vs. Director-General. 

Acting on a petition filed by the complainant, the Commis- 
Sion has reopened for further hearing No. 11301, Union Bag 
& Paper Corporation. 

_Director-General’s petition for hearing in No. 11357, Su- 
zuki & Company vs. Director-General, A. T. & S. F. et al. 
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Complainant’s petitions for rehearing of No. 11895, E. I. 
Du Pont de Nemours & Co. vs. Director-General, No. 12072, 
Barrett Co. vs. Director-General, Pennsylvania et al., and No. 
12234, Same vs. Director-General, B. & O. et al., were denied. 

The Commission has denied the petition of complainant in 
No. 10509, Waste Merchants Association of New York vs. 
Director-General, Ann Arbor et al., for a rehearing of that case. 

Petition of complainant for reconsideration and oral argu- 
ment of No. 12040, American Box Board Co. vs. Director-General, 
Grand Trunk Railway of Canada et al., was denied. 

On request of complainant, the Commission has dis- 
missed No. 14427, Toberman, Mackey & Co. vs. Terminal Rail- 
road Association of St. Louis et al. 

The Jacksonville Traffic Bureau, The Stearns Salt & Lum- 
ber Co., and Ruggles & Rademaker were permitted to inter- 
vene in No. 14250, Diamond Crystal Salt Co. et al. vs. Aberdeen 
& Rockfish et al. 

The Shreveport Chamber of Commerce has been permitted 
to intervene in No. 14323, the Cities of Marshall and Jefferson, 
Tex., ve. FT: & P: Ry. et al. 

On further consideration of the record and of complainant’s 
petition for rehearing and reargument in No. 12290, Midland 
Linseed Products Company vs. Director-General, Erie R. R. et al., 
the Commission has reopened the case for further consideration 
upon the record as already made, but has denied an argument 
on matters not yet taken up. 

The Commission has denied the defendants’ petition for re- 
hearing or reargument in No. 13010, New York Dock Railway 
vs. Baltimore & Ohio Railroad Company et al. 

On petition of the International Harvester Company and 
Canton Gas & Electric Company, the Commission has reopened 
No. 11703, In the matter of intrastate rates within the state 
of Illinois, for such further hearing as they may direct, solely 
with respect to the rates in effect during the period from Janu- 
ary 11, 1921, to April 18, 1922,'on bituminous coal, from mines 
adjacent to the lines of the C. B. & Q. R. R., in Illinois, between 
Farmington on the north and St. David on the south, to Canton, 
Ill. 

-The Commission has modified its order of September 29, 
in No. 11566, St. Louis Independent Packing Co. and Swift & 
Co. vs. C. & A. R. R. et al., to the extent of requiring the rates 
prescribed therein to be established on or before January 6, 
upon five days’ notice instead of thirty days’ notice, as pre- 
viously ordered. ; 

The Associated Oil Company, General Petroleum Corpora- 
tion, Standard Oil Company (California) and Union Oil Com- 
pany of California have been permitted to intervene in No. 
14256, Southern Arizona Traffic Association et al. vs. Chicago, 
Rock Island & Gulf Ry. et al. 


On receipt of advice that the complaints had been satisfied, 
the Commission has dismissed the following cases: No. 12451, 
the Republic of France vs. Director-General; No. 12452, the 
Republic of France vs. Director-General; No. 13474, the Repub- 
lic of France vs. Director-General; No. 13477, the Republic of 
France vs. Director-General; No. 13481, the Republic of France 
vs. Director-General; No. 14050, Perry Coal Co. vs. St. Louis 
& Ohio River R. R. et al.; and No. 14090, International Dis- 
tributing Co. vs. Atlanta & West Point R. R. et al. 


On the complainants’ requests, the following complaints 
have been dismissed: No. 12760, Clarendon Refining Co. et al. 
vs. P. R. R. et al.; No. 12832, Southern Manganese Corporation 
vs. Louisville & Nashville R. R.; No. 13819, Hampton Roads 
Demurrage Committee vs. N. & W. Ry. et al.; No. 13879, Armour 
& Company vs. Director-General; No. 13948, Texas Gulf Sulphur 
Co. vs. A. G. S. R. R. et al.; No. 14056, United Coal Sales Co. 
vs. Director-General, C. M. & St. P. Ry.; No. 14067, W. J. Logus, 
as Acme Sales Co., vs. Director-General, A. T. & S. F. Ry.; 
No 14147, Walsh Fire Clay Products Co. vs. Director-General, 
C. & A. R. R. et al.; No. 14317, Holmes Foundry Co. vs. Pere 
Marquette Ry.; No. 14425, Dewitt & Fox Coal and Ice Co. vs. 
Til. Cent. R. R.; and No. 14344, Rosa Blum et al. vs. P. C. C. 
& St. L. R. R. et al. 


The American Cotton Oil Company, The Buckeye Cotton Oil 
Company, Gulf and Valley Coton Oil Company, Ltd., The Procter 
and Gamble Manufacturing Company, The Southern Cotton Oil 
Company and Southport Mill, Ltd., have each been permitted to 
intervene in No. 14150, Corporation Commission of Oklahoma vs. 
Abilene & Southern Railway Company et al. 


The Wisconsin Retail Lumbermen’s Association was permit- 


ted to intervene in No. 14142, Illinois Coal Traffic Bureau vs. C. & 
N. W. et al. 


PETITIONS FOR REHEARINGS, ETC. 


Defendant in No. 12296, International Paper Company vs. 
Director-General, has asked the Commission to reopen that 
case for further hearing. 

The Terminal Railroad Association of St. Louis, defendant, 
has petitioned the Commission to grant a rehearing, reargument 
or reconsideration in No. 11566, St. Louis Independent Packing 
Co. et al. vs. Director-General, et al., and in support thereof, 
states that the Commission erred in its decision by measuring 
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local rates by the divisions of through rates, and by basing rates 
upon the fact that the service was in trainload lots. 

The Lehigh Valley Railroad Company and Director-Gen- 
eral of Railroads have petitioned the Commission to reopen 
the hearing in Nos. 12656, Michael S. Goss, et al. v. Director- 
General, L. V. R. R.,and 12610, Albert H. Traphagen vs. L. V. 
R. R., stating that the reparation awarded against them is ex- 
cessive, and that the proposed reductions made in the rates 
on anthracite coal from the mines to Auburn, N. Y., and other 
points mentioned in the complaint are much greater than the 
Commission’s report in the Anthracite Investigation, 35 I. C. C., 
220, justifies. 


RAILROAD OFFICIALS’ SALARIES 
The Traffic World Washington Bureau 


Sworn statements by the railroad companies of the United 
States covering salaries of $5,000 or more during the calendar 
years 1914 and 1917, and proportionate compensation for the 
10 months, March 1 to December 31, 1920, and for the first 
six months of 1921, are published in Volume 5 of the hearings 
before the Senate interstate commerce committee on Senate 
Resolution No. 23, relating to revenues and expenses of the 
carriers. The volume came off the government printing presses 
this week. 

The statistics as to salaries of railroad employes and offi- 
cials cover 241 pages in the volume. Some of the higher paid 
officials and the amounts received by them are given below: 


Ten Six 
Year Year months Months 
ended, ended, ending, ended, 
Dec. 31, Dec. 31, Dec.31, June 30, 
1914. 1917. 1920. 1921. 
Santa Fe— 
E. P. mipley, president......... SIG MOOLOO S76, 000.00. .. diaciiccds: de cécicess 
ee ET OC Cre $41,666.66 $25,000.00 
Walker D. Hines, general coun- 
sel and chairman of board.... 40,000.00 Se OE ee 
S. T. Bledsoe, general counsel... ......... 25,000.00 15,000.00 
Gardiner Lathrop, -general so- 
lee ie Sale SS SE SE 25,000.00 25,000.00 20,833.33 12,500.00 
Atlantic Coast Line— 
J. R. Kenly, president.......... 17,850.00 18,000.00 16,333.28 10,000.00 
Bangor & Aroostook— 
Percy R. Todd, president....... 27,500.00 30,000.00 25,000.00 30,000.00 
Boston & Maine— 
J. H. Hustis, president......... . radeeranneiac 35,000.00 37,500.00 22,500.00 
Buffalo, Rochester & Pittsburgh— 
W. ‘. Noonan, president........ 40,833.34 50,000.00 41,666.66 30,000.00 
Carolina, Clinchfield & Ohio— 
Mark W, Potter, president...... 15,000.00 20,000.00 6,277.76 ......... 
NOrman: B, BEGIGrum, Mremident.... oc cccecc—. sicccccecs 5,388.88 4,999.98 
Central of Georgia— 
W. A. Winburn, president...... 14,611.14 20,000.00 25,000.00 15,000.00 
Ww. A; Winbuen,: vice-president 4,041.67 <....ccccs cteccccce cvcccsece 
Central Vermont— 
E. C, Smith, president......... 12,000.00 12,000.00 10,000.00 6,000.00 
Chicago & Alton— 
W. G. Bierd, president.......... 25,833.00 36,000.00 30,000.00 18,000.00 
Chicago & Northwestern— 
M. Hughitt, Sr., president....... 50,000.00 50,000.00 25,000.00 25,000.00 
W. H. Finley, president......... 60,000.00 50,000.00 40,000.00 40,000.00 
A. C. Johnson, vice-president, 
MEME dtewesicn gcse bea yee es 30,000.00 30,000.00 25,000.00 25,000.00 
And as general traffic manager 15,000.00 20,000.00 20,000.00 Ablsh’d 
Cincinnati, Indianapolis & Western— 
B. A, Worthington, president... ......... 15,000.00 16,666.70 10,000.00 
C.. St. P., M. & O.— 
Marvin Hughitt, chairman...... 10,000.00 10,000.00 4,166.67 2,500.00 
W. A, Gardiner, president....... 15,000.00 ......0.. seeeeeees eecessisis« 
J. Ty CIAPK, PYeSIGENt...... cee csccecces 25,000.00 20,833.00 12,500.00 
Chicago Great Western— 
S. M. Felton, president......... 40,000.00 34,534.00 36,666.00 25,000.00 


Chicago, Burlington & Quincy— 
Hale Holden, president, and 


chairman executive committee .... 50,000.00 41,666.60 25,833.30 
. * 


H. E. Byram, vice-president... 25,000.00 22,500.00 (*) 

C. E. Spens, vice-president..... 10,000.00 14,000.00 20,833.30 12,500.00 

Bruce Scott, general solicitor... 10,000.00 14,833.36 16,666.60 10,000.00 
c.c. Cc. & St. L.— 

A, H. Smith, president.......... 7,072.72 8,757.50 11,733.33 7,030.00 

H. A. Worcester, vice-president. .......0. ceccccees 20,202.35 13,258.00 
Colorado & Southern— 

Fiala TROIG@OR, PTOBIGGRE... cc ccce cccecicecs 15,000.00 8,333.33 5,000.00 
Chicago, Milwaukee & St. Paul— 

pT a a 50,000.00 30,000.00 

D. L. Bush, vice-president...... 20,000.00 20,000.00 20,833.33 12,500.00 

H. B. Earling, vice-president... 20,000.00 20,000.00 16,666.66 10,000.00 

E. D. Sewall, vice-president.... 20,000.00 20,000.00 12,500.00 7,500.00 

RR.. BE. -GRMIM, VICE BPORIOME 0. ccccccces ceccceece 25,000.00 15,000.00 
Cc. RI. & P. and C. R. I. & G.— 

J. E. Gorman, president......... ......... 25,000.00 41,666.60 25,000.00 

M. L. Bell, vice-president and 

I EE eho caveseies a Wine tace «ee ainces 24,166.67 17,500.00 

Delaware & Hudson— 

L. F. Loree, president.......... 25,000.00 25,000.00 31,250.00 18,750.00 

W. H. Williams, vice-president. 7,500.00 10,208.33 14,583.35 8,750.00 

F. P. Gutelius, vice-president.. ......... 11,666.76 22,500.00 13,750.00 
Chesapeake & Ohio— 

W..d. THAPORGR. PVORIMOR. 6.66 ccs ccicees 2,500.00 15,000.00 
Great Northern— 

L. W. Hill, chairman........... | ns 20,833.50 12,500.00 

R. Budd, president ...... aca fii Mb tee-eielbers 25,000.00 15,000.00 

G. R. Martin vice-president.... ......... seeeeeees 16,666.50 10,000.00 

L. C. Gilman, vice-president... ......... simone lec 3,194.50 12.500.00 

E, C. Lindley, vice-president... ......... 20,000.00 16,666.50 10,000.00 

W. P. Kenney, vice-president... 18,000.00 18,000.00 20,833.50 12,500.00 

yy. EN Sie tabi Releciede ad a vomee ¢ muter |-aeesia-eele 20,833.50 12,500.00 
Ill, Cent. and Y. & M. V.— 

C. A. Peabody. chairman....... 12,000.00 12,000.00 10,000.00 6,000.00 

C. H, Markham, president...... 50,000.00 60,000.00 62,500.00 37,500.00 

R, V. Fletcher, general solicitor 18,000.00 18,000.00 15,000,00~- 9,000.00 
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L. W. Baldwin, vice-president... 20,000.00 20,000.00 25,000.00 15,000.00 
ax. C. Sou., including Texark. & Ft. Smith— 
L. 2. Loree, chairman.......... 30,000.00 30,000.00 28,750.00 17,500.00 
J. A. Edson, president.......... 25,000.00 ©25,000.00 26,083.33 16,000.00 
J. F. Holden. vice-president.... 15,000.00 15,000.00 16,250.00 10,000.00 
Long Island— 
Ralph Peters, president......... 25,000.00 30,000.00 25,000.00 15,000.00 
Louisville & Nashville— 
H. walters, chairman.......... 15,000.00 15,000.00 12,000.00 17,500.00 
W. L. Mapother, president...... 25,000.00 20,000.00 16,666.70 11,666.68 
Maine Central— 
Morris McDonald, president.... 25,295.76 35,000.04 29,045.73 15,000.03 
Michigan Central— 
A. H. Smith president......... 9,680.72 8,303.75 11,600.00 6,945.00 
H B,. Ledyard, chairman....... 30,000.00 30,000.00 25.009.00 12.590.00 
E. D. Bronner, vice-president.. ......... .ss++-+-- 19,033.30 12,500.00 
M. St. P. & S. Ste. M.— 
E. Pennington, president....... 50,000.00 53,125.03 62,500.00 37,500.00 
W. L. Martin, vice-president... 20,000.00 20,000.00 16,666.80 10,000.00 
G. R. Huntington, vice-president .........  ......... 16,666.80 10,000.00 
M. K. & T. Lines— 
C. HB. Schaff, receiver........... 50,000.00 50,000.00 41,666.65 25,000.00 
C, N. Whitehead, chief operat- 
ee een eee 20,833.30 15,000.00 
Missouri Pacific— 
ee ae nee 41,666.67 25,000.00 
New York Central— 
C. M. Depew, chairman........ 22,596.67 22,580.42 20,833.40 12,500.00 
A. H. Smith, president......... 48,338.03 44,224.38 44,724.98 26,775.00 
I. A. Place, vice-president...... 35,000.00 32,000.00 18,296.23 13,837.50 
A. T. Hardin, vice-president... 25,000.00 19,860.17 18,296.23 13,837.50 
A. H. Harris, vice-president.... .......+ 24,106.84 18,296.23 13,837.50 
Boston & Albany— 
A. H. Smith, president......... 5,841.25 5,488.12 4,533.33 2.715.00 
H. M. Biscoe, vice-president.... 18,000.00 20,000.00 17,083.35 11,250.00 
Pittsburgh & Lake Erie— 
A. H. Smith, president......... 4,462.50 4,272.50 4,725.00 2.825.00 
J. M. Schoonmaker, vice-presi- 
NE oie eer olsovce tien we tewas 26, OO000- SEGSOO  deccicesa  bveasiceee 
Te EE oie Sock ee ieer ed iiseeer eek  “swieneen 20,833.34 12,500.00 
New York, Chicago & St. Louis— 
W. H. Canniff, president........ MOON as bites : tecetious  Goemaoie 
ii eo a ee eee 26,666.66 29,166.60 17,916.63 
New Haven— 
Howard Elliott, as chairman 
Oe OE BahiC ratty coe ok ue eee. 34,541.65 
As chairman of committee on 
HWEOTSTALS POIGTIONG onc cc ces oscigcccee 12,583.33 14,749.98 9,000.00 
J. Mi. Hiuntis. president .......5. Se. Lc Sates | ocasnueee” Sew éeees 
Howard Elliott, president ...... Be ee Ge TULET ss Scpecss: ssebecees 
We de BMAPSON, PVEBIPERE. «0.60.00. cevcscees 33,333.33 41,666.80 24,999.66 
As asst. to president and vice- 
CE sc wg gee sie casainneee o uiewkb beet ie 3 ree Le raalocares 
E. G. Buckland, vice-president. 25,000.00 27,583.33 29,166.60 17,499.96 
Norfolk & Western— 
N. D. Maher, president......... 50,000.00 50,000.00 41,666.67 30,000.00 
A. C. Needles, vice-president... 25,000.00 24,000.00 20,833.33 15,000.00 
Norfolk Southern— 
J. H.. Young, president........ses 25,000.00 25,000.00 20,833.30 12,500.00 
Northern Pacific— 
Howard Elliott, chairman ...... ......... 18,000.00 33,333.30 20,000.00 
J. M. Hannaford, president .... 50,000.00 50,000.00 29,625.30 ......... 
CAS. TMGRCMY. BFGRIGERE, -..60 ciccciccs scmscsecs 3,291.70 17,500.00 
W. T. Tyler, vice-president ... ......... 20,430.07 12,500.00 
Pennsylvania— 
Samuel Rea, president ........ 47,796.75 47,742.00 47,352.75 28,411.65 
J. J. Turner, vice-president.... ..62..0- escececcee 26,010.95 13,300.00 
W. W. Atterbury, vice-president 34,920.00 34,820.00 25,106.50 15,063.72 
G. D. Dixon, vice-president .... 22,830.00 26,160.00 18,829.48 11,297.69 
Harry Tatnall, vice-president... 30,555.00 30,520.00 22,595.62 13,557.42 
Elisha Lee, vice-president .... ......... cvccccece 26,000.00 14,010.00 
St. Louis-San Francisco— 
E. N. Brown, chairman ........ eowelaieee 26,500.00 16,500.00 
[ee eee eee ee 35,333.31 21,999.99 
Southern Pacific— 
J. Kruttschnitt, chairman ..... 75,000.00 87,500.00 83,333.34 49,999.98 
L. J. Spence, director of traffic. 25,000.00 35,625.00 35,416.67 26,666.65 
J. P. Blair, general counsel ... 32,500.00 34,250.00 35,250.00 26,666.65 
A. D. McDonald, vice-president 15.090.00 26.250.00 31,250.00 26,666.65 
William Sproule, president .... 50,000.00 61,750.00 62,500.00 37,500.00 
W. F. Herrin, vice-president... 36,000.00 36,000.00 30,000.00 18,000.00 
F. H. Wood, general attorney 
and commerce counsel ....... 13,500.00 15,750.00 16,666.66 10,000.00 
St. Louis-Southwestern— 
J. TH. TEOrPMert, DPEEMIGSNE..06 6.65 vcccccces 19,833.36 29,333.33 17,600.00 
Wabash— 
W.. EX. Williamia, Clair iain. occ oc) oct sles ced 15,000.00 20,833.35 12,500.00 
J. B.. TAUSSIS, PrESIGENt«s.0:006:600' 60h se eves ceccesees 30,000-05 20,000.00 
Baltimore & Ohio— 
Daniel Willard, president ...... 75,000.00 75,000.00 75,000.00 67.500.00 
annual = annual 
basis basis 





*Resigned September 30, 1917. 


The Union Pacific was omitted from the list of roads, accord- 
ing to the clerk of the Senate interstate commerce committee, 
because the information sent in by that company was not in 
such form as to make it fit in with the other reports. The re- 
port of that company showed that Robert S. Lovett, chairman, 
received $75,000 in 1914, $100,000 in 1917, $62,500 for the ten 
months ended December 31, 1920, and $37,500 for the six months 
ended June 30, 1921, or at the rate of $75,000 a year. The report 
showed President Gray received $62,500 for the ten months end- 
ed December 31, 1920, and $37,500 for the six months ended June 
30, 1921, or at the rate of $75,000 a year. 


FREDERICKSBURG & NORTHERN NOTES 
The Commission has authorized the Fredericksburg & North- 
ern Railway Company to issue six promissory notes aggregating 
not more than $65,000 to retire outstanding uotes aggregating 
$50,000 and to evidence interest of $15,000 thereon. 
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TARIFF CONSTRUCTION CASE 


A finding of illegality and an award of reparation have been 

advised by Examiner F. C. Hillyer, in a report on No. 13496, 
North American Oil & Refining Company vs. Director-General, 
Kansas City, Mexico & Orient et al., as to a rate of 23.5 cents on 
347 tank cars of crude oil shipped from Burkburnett and Wichita 
Falls, Tex., to Sheffield, Mo., within the switching and corporate 
limits of Kansas City on the Kansas City Terminal, in the period, 
January and July, inclusive, 1920. The report also covers two 
sub-numbers of the same complaint brought by the same com- 
Jainant. , 
‘ It was a case of tariff construction. The traffic moved over 
what were known as the Missouri Pacific and Missouri, Kansas 
& Texas routes, the bills of lading specifying merely the delivery 
point on the Kansas City Terminal. The tariffs of the M. K. 
& T. and the Missouri Pacific, the examiner said, provided for 
the absorption of the Kansas City Terminal’s charges. 

December 31, 1919, prior to the movements in question, Shef- 
field, which had theretofore had not a specific rate, was put 
into a group taking a rate of 20.5 cents. The black dot opposite 
the name of Sheffield, the examiner said, showed the new rate 
as a reduction. The plant in question was closed in December, 
1920, but the tariff in question, showing Sheffield as a group 2 
point, was not canceled until April 20, 1921. The question was, 
the examiner said, whether the 20.5-cent rate applied over the 
Missouri Pacific and M. K. & T. routes, which, he said, were 
the natural ones. The Director-General contended, as did the 
M.K. & T., that the rate applied only over the Santa Fe and the 
Frisco. Such a restriction in routing, the examiner said, would 
have forced the carriers composing the Missouri Pacific and 
the M. K. & T. routes to have short-hauled themselves, for which 
there was no reason. He said tariffs must be construed strictly 
against the makers thereof and that so construed they show the 
application of the 23.5-cent rate to have been illegal. 


MALADJUSTED FERTILIZER RATES 


In a report on No. 13514, Blackshear Manufacturing Com- 
pany vs. Atlantic Coast Line et al., Examiner J. P. McGrath 
recommended a revision of rates on fertilizer, carloads and less 
than carloads, from Blackshear, Ga., to points in Florida, based 
ona finding of unreasonableness and undue prejudice. He said 
the Commission should hold the carload and less-than-carload 
rates to points in Florida more than 160 miles distant from Black- 
shear, on the Coast Line, south of Dupont Ga., the less-than- 
carload rates to points on that line for 160 miles and less distant 
from Blackshear, and the carload and less-than-carload rates to 
points more than 210 miles distant from Blackshear on the line 
of the Coast Line south of Jacksonville; on other lines of the 
Coast Line more than 70 miles distant from Blackshear; and on 
the L. & N., Atlanta & St. Andrews Bay, Apalachicola Northern, 
Georgia, Florida & Alabama, Live Oak, Perry & Gulf and Char- 
lette Harbor & Northern are and for the future will be unduly 
Prejudicial to the complainant and unduly preferential of its 
competitors at Jacksonville to the extent that the rates exceed 
or may exceed the rates contemporaneously maintained on like 
traffic, for like distances over the same number of lines from 
Jacksonville to said points in Florida; or, where similarity of 
distance does not obtain, to the extent that the difference in 
distance from Blackshear to points in Florida and from Jackson- 
Ville to points in Florida over the same number of lines is not 
Properly reflected by a corresponding reasonable difference in 
the respective rates for such hauls. 


Ahead of the finding just mentioned the examiner placed 
a list of rates he said were neither unreasonable nor unduly 
Drejudicial. Excepting the rates so exempted from the con- 
demnation, the examiner said the carload rates assailed, to 
Doints in Florida on the Coast Line are and for the future will 
be unreasonable to the extent they exceed or they may exceed 
the single-line rates for like distances in the Royster Scale, de- 
creased in accordance with Reduced Rates, 1922, 68 I. C. C. 676; 
that the carload rates to points in Florida on the Seaboard Air 
Line, Florida East Coast and Louisville & Nashville are and 
or the future will be unreasonable in so far as they may exceed 
the joint-line rates for like distances shown in the Royster Scale, 
Teduced as before set forth, and that the carload rates to points 
® the short lines, except the Charlotte Harbor & Northern, 
‘re and will be unreasonable to the extent they may exceed 
the joint-line rates shown in the Royster Scale, plus 10 per cent 
then decreased in accordance with Reduced Rates, 1922, and 

at the less-than-carload rates will be unreasonable to the 
€xtent they exceed 120 per cent of the carload rates. 


in The examiner said the undue prejudice might be removed by 
freasing the rates from Jacksonville “to the rates from Black- 
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shear, as fixed herein, where the distances are the same, or 
reasonable difference over or under the rates from Blackshear 
where the distances from that point are less or greater than 
from Jacksonville.” 


SUGAR REPARATION RECOMMENDED 


In a report on No. 13868, John W. Focke et al. vs. Galves- 
ton, Harrisburg & San Antonio, Examiner T. John Butler recom- 
mended a finding of unreasonableness, and an award of repara- 
tion as to rates on sugar, between July 5, 1920, and March 29, 
1921, from New Orleans to Galveston to the extent they exceeded 
21.5 cents prior to August 26, 1920, and 29 cents thereafter. 


HAY RATES UNREASONABLE 


Examiner Howard Hosmer, in a report on No. 12364, South- 
ern Arizona Traffic Association et al vs. Director-General, Ari- 
zona Eastern et al., has recommended a finding of unreasonable- 
ness, and an award of reparation as to rates on hay, from Phoe- 
nix, Fort Thomas, Willcox and other points in Arizona, to Doug- 
las, Lowell and Bisbee, during federal control, to the extent they 
exceeded 29 cents. He said the Commission should find the 
rates on cereals and cereal products, from Phoenix, Solomon, 
Safford, and other points in Arizona to Douglas, Lowell and Bis- 
bee, Ariz., not unreasonable or otherwise unlawful. This report 
also covers No. 12391, Same vs. Same. 


CRUDE FELDSPAR RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Warren H. Wagner, in a 
report on No. 13773, Eureka Flint & Spar Company vs. New 
York, New Haven & Hartford et al., as to a sixth class rate of 
30 cents on crude feldspar, from Portland, Conn., to Trenton, 
N. J., imposed on shipments made between December 1, 1920, 
and April 26, 1921. The examiner said the Commission should 
hold it unreasonable to the extent it exceeded 25 cents. 


UNJUST CLAY RATE 


Examiner John H. Howell, in a report on No. 13370, the Clay 
Products Company, Inc., vs. Director-General, has recommended 
a finding that a rate of 63 cents per ton on clay, from Carbon 
to Brazil, Ind., between November 1, 1918, and April 1, 1919, 
was unreasonable to the extent it exceeded 40 cents per ton 
and that the complainant was entitled to reparation, down to 
that basis. 


GAS AND FUEL OIL DIFFERENTIAL 


Condemnation for rates on gas and fuel oil has been rec- 
ommended by Examiner Burton Fuller, in a report on No. 13552, 
Empire Refineries, Inc., et al. vs. Atchison, Topeka & Santa Fe 
et al., and No. 13553, Same vs. Same, on shipments from various 
refining points in Kansas and Oklahoma to Lincoln and Fremont, 
Neb., because they were not differentially under the rates on 
refined oils. The shipments in question moved since March 1, 
1920. Reparation could not be awarded because no one having 
personal knowledge testified as to the transactions. The exam- 


iner said the complainants should be allowed to file affidavits 
showing the facts. 


PEACH COMPLAINT DISMISSED 


Attorney-Examiner William B. Hunter has recommended the 
dismissal of No. 13718, M. Piowaty & Sons vs. Director-General, 
Idaho Central et al, on a finding that the rates on peaches, car- 
loads, from Provo, Utah, and Palisade, Colo., to Bay City and 
Saginaw, Mich., imposed on shipments that moved in August and 
September, 1919, were not unreasonable or otherwise unlawful. 


GRAIN RATES UNREASONABLE 


Examiner C. I. Kephart, in a report on No. 13776, Portland 
Flouring Mills Company vs. Great Northern et al, has recom- 
mended a finding that rates on wheat and flour, and on coarse 
grains, from Harrington, Wash., via Spokane, Wash., to Port- 
land, Ore., over the Spokane, Portland & Seattle were, are and 
will be unreasonable to the extent they exceeded, exceed, or 
may exceed 27.5 cents on wheat and flour and 25 cents on coarse 
grains. 


REPARATION BARRED 


A finding of unreasonableness as to rates on crude coal tar, 
in tank cars, from Seaboard, N. J., to Undercliff, N. J., during 
federal control, has been recommended by Attorney-Examiner 
Charles F. Gerry, in a report on No. 13357, Barrett Company vs. 
Director-General et al. The examiner said reparation should be 
denied because the original complainant, the Barrett Company, 
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did not bear the freight charges and because the amendment 
substituting the Seaboard By-Product Coke Company as a com- 
plainant and the petition of that company for permission to 
intervene did not come in time to avoid the statute of limitations. 
He said the Barrett Company was not acting in a representative 
capacity in filing the complaint. 


MOLASSES RATE IN 1918 


Examiner F. C. Hillyer, in a report on No. 13687, Armour & 
Company vs. Director-General and fourth section applications 
Nos. 1561 and 1952, has recommended a finding that a rate of 
75 cents on molasses from New Orleans to Norton, Va., in March, 
1918, was unreasonable to the extent it exceeded 55 cents and 
that reparation should be made to that basis. The fourth section 
situation, Hillyer said, had been corrected, but that an order 
denying relief should be made. 


ZINC AND RELATED RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner Charles F. Gerry 
in a report on No. 13508, B. Lissberger & Company et al vs. 
Pennsylvania et al, as to interstate rates on zinc dross, zinc 
ashes, zinc skimmings and sal ammoniac skimmings, between 
points in Massachusetts, Connecticut, New York, New Jersey, 
Pennsylvania, West Virginia, Ohio, Indiana, Kentucky, Illinois 
and Missouri, two years prior to February 9, 1922, from and to 
points on the Pennsylvania, Baltimore & Ohio and the New 
Haven, and for two years prior to July 8, 1922, on the other 
railroads involved, to the extent the rates were in excess of 85 
per cent of the rates on zinc. In instances where the rates on 
zinc were less than 85 per cent of the class rate, Gerry said the 
finding should be that the rates on the by-products were unrea- 
sonable to the extent they exceeded the rates on zinc. 


PULP RATES ALL RIGHT 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 13877, Tidewater Paper Mills Company vs. Bush 
Terminal et al, on a finding that the rates on wood pulp from 
points in Canada to New York were and are not unreasonable. 
The complaint grew out of the unusual routing of pulp for news- 
print making, in the spring of 1920, to circumvent the strikes of 
harbor employees at New York and the switchmen’s strike that 
followed the other strike. Routes were used over which joint 
rates did not apply. Gerry enumerated and discussed four 
methods employed by the complainants and the railroads to get 
the pulp through so as to avoid stoppage of the mills and said 
the Commission should hold the resulting rates, made by com- 
bination not unreasonable. 


DEAD ANIMAL SWITCHING 


An order of dismissal has been advised by Examiner John 
H. Howell in a report on No. 13403, Globe Rendering Company vs. 
Director General, as to a complaint questioning the charges as- 
sessed by the Chicago Junction Railway for switching, during 
Federal control, of cars containing dead animals designed to 
Globe, Ill., from unloading platforms in the Union Stock Yards 
to the point of connection with the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis. He said the Commission should hold the 
charges were not unreasonable because there was no evidence 
as to the reasonableness of the charges paid by the complainant. 

The case brought out the fact that for approximately twenty- 
five years the complainant had been paying the switching 
charge and charges based on engine hours used in collecting and 
taking the dead animals from the stock yards, but that no 
publication of the engine hour charges paid by it had ever been 
made. In the complaint it was alleged that the only legal 
charge was $3.75 for regular switching. Howell said that that 
could not be so because the service was not regular switching. 
He said the question was one of law and recommended the dis- 
missal of the complaint because there had been no showing of 
unreasonableness. 


PLUMBERS’ MATERIAL RATES 


In a report on No. 13792, Standard Sanitary Manufacturing 
Co. vs. Arcade & Attica et al., Examiner Harris Fleming recom- 
mended a finding that the rates, rules and regulations governing 
the basis of transportation charges on various enameled iron 
plumbers’ supplies in carloads, mixed carloads, and less than car- 
loads from Louisville to Virginia cities and eastern destinations 
were and are not unreasonable, but unduly prejudicial to Louis- 
ville and unduly preferential of Chattanooga to the extent that 
they provide a higher basis of charges from Louisville than is 
contemporaneously provided in connection with like shipments 
from Chattanooga. 


REPARATION ON PIPE 


An award of reparation has been recommended by Examiner 
Burton Fuller in a tentative report on No. 13558, John A. Hunt & 
Co. vs. Fort Worth & Rio Grande et al., on a finding that rates 
on wrought iron pipe from Ranger and Jakehamon, Tex., to New 
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Orleans, La., for export, were unreasonable to the extent that 
they exceeded the rates contemporaneously in effect on the same 
commodity over the routes of movement from New Orleans to 
Ranger and Jakehamon, Tex. The examiner followed Good- 
man Drilling Co. vs. Director-General, 61 I. C. C., 164, wherein 
the Commission found that the maximum reasonable rates to 
have applied on movements of oil well supplies from Burkbur. 
nett, Tex., to Mansfield and Gahagan, La., and of wrought iron 
pipe from Wichita Falls, Tex., to Gahagan, would have been the 
rates applying in the reverse direction. The shipments involved 
moved during July and September, 1920. The examiner said as the 
rates now in effect were on a still lower basis, no order for the 
future was necessary. 


RATES ON OIL WELL SUPPLIES 


Examiner Burton Fuller has recommended reparation in a 
tentative report on No. 13526, Paggi Brothers Oil Company ys. 
Gulf, Colorado & Santa Fe et al., holding that a rate on drilling 
rigs and other oil well supplies from Harmon, La., to Saratoga, 
Tex., was unreasonable. The shipment was unrouted and moved 
over the Texas & Pacific to Longview Junction, Tex., and Gulf, 
Colorado & Santa Fe beyond, 317 miles. The class A rate of 
$1.115 was originally assessed, but refund was subsequently 
made to the basis of a commodity rate of 98 cents. The examiner 
said the shortest route between Harmon and Saratoga was con- 
posed of the Texas & Pacific to Alexandria, La., Missouri Pacific 
to Oakdale, La., and Gulf, Colorado & Santa Fe beyond, 254 miles. 
The examiner said the rate charged exceeded the aggregate of 
intermediate rates over the route of movement composed of 
21 cents to Cut Off Junction, La., and 74.5 cents from Cut Off 
Junction, which takes the same rates as Shreveport, and that the 
defendants expressed a willingness to protest that combination 
on the shipment in question and to publish a through rate not 
exceeding the combination for the future. He said the Com- 
mission should find that the rate in issue was, is and for the 
future will be unreasonabe to the extent that it exceeded or 
exceeds the aggregate of intermediate rates contemporaneously 
in effect to and from Cut Off Junction, La., and that reparation 
should be made. 


RATES ON CANNED TOMATOES 


On a finding that rates on canned tomatoes from Livermore, 
Ky., to Evansville, Ind., were unreasonable to the extent that 
they exceeded 20 cents per 100 pounds, Examiner P. F. Gault 
has recommended an award of reparation in a tentative report 
on No. 13859, Isabelle C. Gilbert and Addison E. Coddington, 
doing business as Harry C. Gilbert Company, vs. Louisville & 
Nashville et al. There were four carloads involved. They 
weighed in the aggregate 354,500 pounds and charges were col- 
lected on 34,970 pounds at the applicable fifth-class rate of 44 
cents; on the balance, 319,530 pounds, which were packed in 
boxes without tops, charges were collected, pursuant to Rule 5 of 
the governing classification, on the basis of the fourth-class rate 
of 49 cents, the examiner said. Commodity rates on canned 
tomatoes, he said, are made without relation to class rates, and 
vary in amount, in some instances the corresponding class rate 
being twice the commodity rate. He said although tomatoes 


were grown in the vicinity of Livermore, a future movement 
was improbable. 


PLUMBERS’ MATERIAL RATES 


A revision of rates on enameled iron plumbers’ materials 
from Louisville to Mobile, for transshipment to the west coast, 
has been recommended by Examiner Harris Fleming in a report 
on No. 13771, Standard Sanitary Manufacturing Co. vs. Southem 
et al. and I. and S. No. 1612, and I. and S. No. 1662. He said the 
rates on the commodities mentioned, from -Louisville to Mobile, 
when for points on the Pacific coast and when for export to the 
west coast of Canada were unduly prejudicial to Louisville and 
unduly preferential of Chattanooga, to the extent they exceeded 
by more than 10 cents the rates from Chattanooga. 

Further findings recommended by him were that rates from 
Louisville to New Orleans and Mobile proper on like commodities 
were unreasonable and unduly preferential of Chattanooga to the 
extent they exceeded 69.5 cents to New Orleans and Mobile and 
52.5 cents to Memphis, prior to July 1, 1922, and 62.5 cents to 
New Orleans and Mobile and 47 cents to Memphis since July 1, 
which should be the rates for the future; that the suspended 
schedules from Chattanooga to New Orleans, Mobile and Mel 
phis, in carloads, have not been justified; that the_less than cal 
load rates have been justified; that the respondents should be 
required to cancel the schedules under suspension, but should 
be authorized to publish other schedules in conformity with the 
views expressed therein. In the publication of such other sched- 
ules, the examiner said, the carload rate from Chattanooga mig 
be increased not to exceed 52.5 cents to New Orleans and Mobile 
and 33 cents to Memphis, but that the commodity descriptiol 
should be so modified as to bring about uniformity between the 
description and that respecting the rates from Louisville. He 
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said also that the rates from Louisville should be published sub- 
ject to rule 77. He said the findings should be without prejudice 
to the approval of a higher level of commodity rates in the 


event it was shown that the revenues of the carriers had been 
unduly depleted. 


WESTERN COAL RATES 


A tentative report, monumental in bulk, has been made by 
Attorney-Examiner M. A. Pattison in the Commission’s initiated 
inquiry into coal rates in states west of the Missouri River, 
No. 13588, and in No. 9613, Cameron Coal Co. vs. Atchison, 
Topeka & Santa Fe et al., reopened and reheard in the gen- 
eral inquiry. The inquiry was into the lawfulness and reason- 
ableness of rates on coal from New Mexico, Colorado, Wyoming, 
Montana, Washington and states east thereof to points in those 
states and to El Paso. Hearings were held at Denver, Salt 
Lake, Butte, Seattle, San Francisco, Phoenix and El Paso. 

The question of largest import was that of relationship 
of the rates from the producing points in Colorado, Utah, 
Wyoming, Montana and New Mexico, to destinations in Kansas, 
Nebraska, Texas, Nevada, Oregon, Washington and California. 

Attorney-Examiner Pattison set forth his conclusions in con- 
nection with his statements of fact about cases deemed per- 
suasive or controlling in such a way as to make necessary a 
minute examination of nearly every page of a report containing 
105 pages. His conclusions as to what the Commission should 
say were not set off from his discussion by paragraphing. For 
that reason those interested will have to go over the report 
page by page before obtaining the conclusions in which they 
may be vitally concerned. 


Among the facts set forth in the report was that there was 
a marked lack of uniformity in the rate structures, that Colo- 
rado operators were complaining about the level of the intra- 
state rates in comparison with those for equal distances on 
interstate traffic and that Utah shipments to destinations on 
the Oregon Short Line and Oregon-Washington Railroad & Nav- 
igation in the ten years ended with 1921 had greatly increased, 
while those from southern Wyoming had fallen off more than 
one-half. The increase in Utah shipments had been from 134,- 
630 tons to 804,263 tons, while the fall in shipments from south- 
ern Wyoming had been from 577,774 to 271,277 tons. Another 
fact was that the shipments from Washington mines had been 


restricted to western Washington by the shipments from Utah 
and Canada. 


Colorado and New Mexico operators protested against the 
general level of rates paid by them to destinations on and east 
of the Colorado common point line, eastern Wyoming, and, gen- 
erally, to destinations in the western states. As a solution for 
what they thought troubled them they suggested the adoption 
of the scale prescribed by the Commission in the Holmes & 
Hallowell case, 69 I. C. C. 11. All the carriers opposed that 


and in their opposition they were supported by many operators 
and consumers. 


Utah operators were dissatisfied with rates to the west 
and northwest. They said they wanted to market in compe- 
tition with water-borne coal and by-products of the sawmills, 
but Pattison said they could not hope to have railroad rates 
made to enable them to displace wood. 


All except the Washington operators wanted rates made on 
nut and slack coal lower than those on lump and prepared 
sizes. The Washington operators opposed that on the ground 
that most of their product came within the definition of nut 
and slack and the examiner said the record did not. warrant 
an order requiring rates on fine coal lower than on lump. The 
Colorado operators, in addition to complaining about the level 
of the intrastate rates, which Pattison said were beyond the 
Jurisdiction of the Commission, said the rates from Wyoming 
favored the Wyoming operators. As to the Washington rates, 
Pattison said they were satisfactory to the Washington oper- 
ators, so he omitted them from his discussion. Among the con- 
clusions he said the Commission should incorporate in its re- 
Port are the following: 


Castle Gate, which is now 22 cents higher than Rock 
Springs, should be not less than 30 cents higher. That is the 
difference at Huntington now. 


a differential against Utah at Grangeville should be 25 
8. 


it slack coal moves from Sheridan to points on the Camas 

airie now, that carrier should arrange to publish rates on 
Slack from that field no higher than from Rock Springs. 

_ The differential at Astoria, from Utah and southern Wyo- 
Ming, should be increased in favor of southern Wyoming from 
2 to 25 cents. 
The rate on lump coal from Rock Springs should not ex- 
ceed $6.25 to Salem, $6.50 to Eugene, and $6.85 to Roseburg, 
Medford and Ashland, with corresponding reductions to other 
Points north of Ashland. Rates from Castle Gate should be 
25 cents higher. The record did not warrant lower rates on 
nut and slack. 


The difference between rates from Hanna and Rock Springs 
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should not be less than 10 cents more than the differentials be- 
tween the Rock Springs and Utah rates. 

No revision of Walsenburg and Trinidad rates to points in 
Utah, Idaho, Montana, Washington or Oregon can be required. 

Anthracite from Crested Butte should not be required to pay 
more than 50 cents more than bituminous lump from the same 
district. 

The differential against Castle Rock at such points as 
Preston and Malad should be eliminated. 

The Union Pacific should be allowed to make a rate of $2.50 
on lump from southern Wyoming and $2.20 on slack to points 
south of Ogden on the Oregon Short Line resulting in a dif- 
ferential of 40 cents at Salt Lake City. Maintenance of the 
present differential relationship is unduly prejudicial to the 
southern Wyoming operators. 

Present rates from the Kammerer-Rock Springs and Castle 
Gate districts are unreasonable to the extent they exceed the 
following: From Rock Springs to Strongknob, Utah, and west 
thereof to and including Cobre, Nev., and from Castle Gate to 
Tecoma, Nev., and west to Cobre, inclusive, $4; from both 
districts to points west of Cobre to and including Palisade, Nev., 
$4.50; and to points west of Palisade to and including Winne- 
mucca, $4.95; from Rock Springs and Castle Gate to points on 
the Western Pacific, Ola, Nev., to Shafter, Nev., $4; west of 
Shafter to and including Palisade, $4.50; and to points west of 
Palisade to and including Winnemucca, $4.95. Rates from Rock 
Springs to points on the Western Pacific in Utah should not 
exceed those from Castle Gate to the same points by more than 
40 cents. 

The examiner said there was no justification for rates to 
points on the Los Angeles & Salt Lake so much in excess to 
equi-distant points on the Western Pacific and Southern Pacific 
as now exist. He said the Commission should prescribe rates 
from the Kammerer-Rock Springs district to stations on the 
Los Angeles & Salt Lake, Lyndyll to Laho, Utah, of $4.45; and 
from the same points of origin to destinations between Lien and 
Caliente, Nev., of $5.30, and from Castle Gate, $4.70. 


SLIGO RULE FIGHT 


The Trafic World Washington Bureau 


The Director-General, in. Accounting Circular No. 168, has 
made formal announcement of his intention to fight reparation 
the Commission may find due complainants under the rule in 
the Sligo case. Inasmuch as he has the money, the shippers 
who have received awards of reparation will find, it is be- 
lieved, the burden of initiating litigation calculated to make 
him pay over money, placed on their shoulders. So far as 
known there is not yet any move by any aggregation of ship- 
pers, nor any single shipper, to bring the question into court. 
The Director-General has no reason to go to court. One of the 
most prominent of the litigants in the Sligo case, it is said, 
has only a $40 interest in the matter and cannot afford to under- 
take the litigation as a business proposition. Nearly all the 
awards, thus far, have been for small sums. In a loose way 
of talking it has been said the Director-General would have to 
pay out millions to settle claims arising under the decision. 
No real estimate, however, has ever been made. 

In announcing to the railroads formerly under federal con- 
trol his intention to make no payments until the courts had 


decided the legal questions involved, Director-General Davis 
said: 


Until the legal questions involved in the case of Sligo Iron Store 
Company vs. Western Maryland Railway Company, Director Gen- 
eral et al., Docket 11154, 73 I. C. C. 551, are determined by the courts, 
the Director General will noc authorize any refunds under that case 
or on similar claims. 


That opinion holds that a straight overcharge exists when one 


of the tariffs carried a provision for a single increase in the following 
language: 

‘When the total charges on a through continuous movement of 

are constructed by combination of separately established class 

or commodity rates applying from or to junction points, first de- 

termine the then combination of rates in effect on June 24, 1918, and 


new such through combination of rates by the amount shown (in 
tariff).’’ 

You are instructed until further advised to make no refunds 
involving the single increase in connection with combination rates, 
except where each and every tariff used in arriving at the through 
rate contains a rule similar to that quoted herein, or each and every 
tariff refers to a tariff carrying such a combination rule. 


PROPORTIONAL GRAIN RATES 


The Trafic World Washington Bureau 


Unusual schedules proposing proportional rates between 
Duluth-Superior, on the one hand, and Minneapolis-St. Paul, on 
the other, on grain received or to be forwarded by boat have 
been filed by the Omaha, Northern Pacific, Great Northern and 
Soo Line, effective January 12. Rates proposed are: 6.5 on 
wheat, 6 on coarse grains and 8 on flaxseed. They have at- 
tracted attention because of the effort of Twin Cities’ interests 
to move out of their elevators grain that came in on Ex Parte 
74 rates on rates that have received the benefit of reductions 
since August 26, which has thus far been unsuccessful. 
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WESTERN GRAIN RATE HEARING 


The Trafic World Washington Bureau 


Secretary Wallace, of the Department of Agriculture, ap- 
peared in support of the grain-growing states’ petition for re- 
duced rates on grain, grain products and hay. He said the 
farmers had passed through a period of severe depression and 
that those in the West had been hit the hardest. 

Mr. Wallace said the railroad rate situation was not entirely 
responsible for the existing conditions, but that on account of 
price changes the farmer had had to bear an undue share of 
the costs of transportation, because freight charges constituted 
a large part of the price which the farmer received for his 
products. 


Prices of commodities other than farm products had failed 
to drop as had the prices on farm products, he said, and there- 
fore the freight rates on the higher priced commodities were 
relatively lower than those on farm products. He believed that 
the Commission and the railroads should do something to rem- 
edy the situation. If something is not done in the way of rate 
adjustments, he predicted, there will be a serious dislocation 
of industrial and agricultural production. He said the tendency 
would be for the eastern states to draw on the local supply 
of farm products and cease getting supplies from the West. 


D. L. Kelley, rate expert for the Board of Railroad Commis- 
sioners of South Dakota, submitted statistical exhibits showing 
that, in 1916, the farm value of one bushel of wheat was equiva- 
lent to the cost of transporting 17.24 bushels to Minneapolis 
from Aberdeen, Groton and Huron, S. D., while in October, 1922, 
the farm value one bushel of wheat was equivalent to the cost 
of transporting only 6.19 bushels from and to the same points. 


The freight rate per cwt. was 14.5 cents and 8.7 cents per 
bushel in 1916 and 21 cents per cwt. and 12.6 per bushel in 
October, 1922, according to Mr. Kelley. The average price per 
bushel to the producer in 1916 was $1.50, while in October, 1922, 
the price had dropped to 78 cents, according to the witness. 

The farm value of one bushel of corn in 1916 was equivalent 
to the cost of transporting to Minneapolis from the points named 
above 9.48 bushels, while in October, 1922, the farm value of a 
bushel of corn was equivalent to the cost of transporting 3.75 
bushels, he said. 


J. A. Little, rate expert for the Nebraska State Railway 
Commission, said that, using 1913 as a base, the price of wheat 
and corn as of November 1, 1922, was relatively lower than 
the price of other basic commodities as of that date, and that 
the percentage of increase in freight rates on grain between 
the same dates was larger than the freight increases on such 
basic commodities as coal, coke, cement, salt, cotton, lumber, 
glass and pig iron. 

Mr. Little submitted exhibits designed to show that with 
substantially no change in the price of corn at Chicago between 
October 15, 1921, and January 3, 1922, the freight rate reduction 
which became effective on the latter date increased the farm 
price at Culbertson, Neb., 6.1 cents per bushel. He said this 
saving in freight charges reduced the number of bushels of 
corn required to purchase four agricultural implements at that 
point from 4,214 on October 15, 1921, to 3,087 on January 3, 1922, 
sini of 1,127 bushels. He said the saving to the farmer was 


Cc. B. Bee, chief of the department of transportation of the 
Missouri Public Service Commission, submitted comparisons of 
the rates on various kinds of grain from fifteen representative 
shipping points in Missouri to Kansas City and St. Louts, re- 
spectively, the comparisons being made on the basis of the 1913 
and existing rates. To St. Louis he showed an increase on wheat 
in the charge in cents per car-mile ranging from.69 to 133 per 
cent; on corn from 86 to 142 per cent; and on oats from 95 to 
151 per cent. He submitted similar comparisons to Kansas City, 
testifying that they showed an advance in car-mile earning on 
wheat from 37 to 72 per cent; on corn from 69 to 111 per cent, 
and on oats from 76 to 118 per cent. He said these increases 
were brought about by the pyramiding of the rate and heavy 
increase in loading by shippers. 


As to the question of whether the grain traffic as a whole 
was now bearing an undue burden of the transportation cost, the 
witness said the burden was now unduly placed on grain. He 
said the average haul of grain as compared to all commodities 
increased 3.2 per cent, 1921 over 1913, while the average load 
of grain as compared to all traffic had increased 1 per cent, but 
that the revenue per car-mile had increased, on grain, 91.2 per 
cent, 1921 over 1913, while on all traffic it had increased only 
44.1 per cent. He said these figures clearly showed that not- 
withstanding, the index price of grain had not kept up with 
other commodities as a whole, the car-mile earnings of the car- 
riers had materially increased. 


Mr. Benton submitted a petition of the Louisiana Public 
Service Commission on asking permission to intervene and join 
in the complaint in the case. The petition set forth that large 
numbers of the citizens of Louisiana were shippers of hay, grain 
and grain products and that the rates applicable to the shipments 
of said commodities were excessive, unjust and unreasonable. 
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On motion of the defendant carriers on December 16, an 
adjournment in the hearing was taken to February 13 at Kansas 
City, Mo. t that time petitioners and interveners may submit 
testimony. The adjournment was taken to give the railroads 
time to prepare their side of the case. 

Clyde M. Reed, chairman of the Kansas Public Utilities Com. 
mission, submitted testimony as to the financial ability of the 
roads to bear a reduction in rates on grain, grain products and 
hay. As to that phase of the situation he said it was of interest 
to consider some of the main points in the financial statements 
of the carriers. 

“For instance,” said he, “the corporate surplus, by which is 
meant the amount that has accrued after operating expenses 
have been met, taxes paid, fixed charges taken care of and divi. 
dends declared, amounted on December 31, 1921, to $2,959,922,363, 
This is for the railroad of the entire country. The financia] 
condition of the railroads at the close of business in 1911 shows 
this fund to be $1,557,561,045. The depreciation reserve fund 
accrued to December 31, 1921, for the same roads amounted to 
$1,143,576,991. The amount of this fund in 1911 was $210,456,798, 
A reserve fund known as ‘operating reserve’ at the end of 1921 
amounted to something over $60,000,000. The sum of these three 
principal surplus and reserve accounts of the railroads at the 
end of 1921 amounted to $4,163,703,871. 


“IT am disposed to think that as between the common car. 
riers and the farmers, the railroads are able to stand a part of 
the needed readjustment. In passing it is worthy of notice that 
out of the corporate surplus funds the railroads of the country 
have made additions to their property amounting to $773,990,728, 
For the carriers in the Western district these funds are as follows 
at the close of business December 31, 1921: Corporate surplus, 
$1,413,378,691; depreciation reserve, $440,315,165; operating re 
serve, $28,740,375; total, $1,882,434,231.” 


Mr. Reed gave similar figures for individual western lines, 
adding that it was worthy of note that the Burlington paid an 
extra 15 per cent dividend over and above its regular 10 per 
cent dividend in 1921, which reduced its corporate surplus from 
wae figure which it reached December 31, 1920, of $256, 


“Some of the western carriers have been claiming that their 
net operating income was not as favorable this year as they have 
reason to expect considering the heavy volume of business they 
are handling,” said he. Continuing, he said in part: 


We have been investigating that and our analysis of the ex- 
penditures for maintenance perhaps accounts for a part of this. The 
transportation act, under which the railroads of the country are op- 
erating, provides that rates shall be fixed so as to give a stated 
return on railroads “honestly, efficiently and economically managed 
with reasonable expenditures for maintenance * * *,’? From our ex- 
amination it appears that possibly this requirement of the law has 
not been met. 

I the Western Grain Case tried before the Interstate Commerce 
Commission last year the western carriers claimed that their roads 
were being ‘‘under maintained.’”’ They alleged that the only reason 
they were able to make a net showing was by deferring or “starv- 
ing” their maintenance which would have to be made up in future 
years. The Commission expressly found that this was not the case. 
It found that the western railroads were not ‘under maintained.” 
The ratio of maintenance expense to total operating expense on 
the western railroads in 1921 was forty-three and seventy-five hun- 
dredths per cent. 

In the first nine months of 1922 the western railroads expended, 
according to their reports, five hundred thirty-eight millions, one 
hundred thirteen thousand, seven hundred sixty-eight dollars, for 
maintenance. If their expenditures for this purpose had been on 
a basis of their maintenance in 1921 it would have been $527,148,156, 
or $10,965,612 less than was actually the case. 


We claimed in 1921 that instead of being under maintained the 
western roads were being well, if not over maintained. To get 2 
basis of comparison we have analyzed the maintenance expenditures 
for the years 1915, 1916 and 1917, which immediately preceeded the 
period of Government control. Of the thirty-six months in these years, 
thirty months were included in what was known as the “‘test period” 
on which period was based the ‘‘standard return’”’ paid by the Govert- 
ment during the period of Federal control. During these three years 
the maintenance expense amounted to forty-two and sixty-six hun 
dreths per cent of the total operating expense. If there should be 
applied this ratio of maaintenance to total operating expense the 
amount expended during the first nine months of 1922 would have 
been $514,014,636, or $24,099,132 less than was actually spent this 
year. We may fairly claim in behalf of the western grain farmels 
who are paying exhorbitant transportation charges that the westerl 
carriers are not complying with the spirit of the transportation att 
and that the Interstate Commerce Commission must necessarily take 
this fact into consideration in reaching its. decision in this case. 


The most flagrant example of a disregard of the spirit of the 
law in this respect among western carriers is the Atchison, Topek# 
& Santa Fe Railroad. During the first nine months of 1922 its main- 
tenance expense averaged fifty-three and forty-eight hundredths Pe 
cent of the total operating expense. A figure substantially ten p& 
cent above a reasonable expenditure for this purpose. Comparing 
the Santa Fe expenditures during the current year with similar & 
penditures in 1921, an excess expenditure this year is shown amount: 
ing to $10,893,663. 


Figuartively, at this rate of expenditure for maintenance, tht 
Santa Fe is being “silver-plated and finished in mahogany” ® 
the expense of the public that pays the freight. 

Comparisons of the Northern Pacific maintenance expenditur 
with the 1914-1917 ratio show an excess expenditure of $2,130,115. 
On a similarly comparable basis the Union Pacific shows excess & 
penditures of $1,610,647, while the Gulf, Colorado & Santa Fe, 4 aus 
sidiary of the Santa Fe, there was an excess expenditure of $1,283,9 

We respectfully invite the attention of the Interstate Commer 
- -ccermee to the facts set forth, which are of record in their oW 

es. 
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an SUBSIDY AND TRANSPORTATION 


Sas The Trafic World Washington Bureau 
mit In an attack on the Administration subsidy bill, Senator La- 
ads Follette, of Wisconsin, said the measure was opposed by the 
great mass of the American people, citing the results of the No- 
Om Bomber elections and resolutions against the bill adopted by 
the farm and labor organizations. He said the farmers’ organiza- 
and tions which had gone on record against the measure were the 
rest Brarmers’ Union, Society of Equity, National Grange, Nation 
nts Bpoard of Farm Organizations and the Farmers’ National Coun- 
cil. In the list of labor unions opposed to the bill he included the 
bh is § ailroad brotherhoods. : 
nses The senator charged that Chairman Lasker, in attempting 
livi: Bip get the support of organized labor for the bill, sought a con- 
363. Bference with Samuel Gompers, president of the American Fed- 
cial Boraiton of Labor, and “made a highly improper proposal to a 
OWS § croup of labor officials that they disregard the will and interests 
‘und § of their membership and support the bill.” He said the con- 
d to B ference took place at the headquarters of the American Federa- 
198. Btion of Labor on April 6 and 7 and that Chairman Lasker, ac- 
1921 B cording to the senator’s information, offered to withdraw cer- 
hree Biain provisions in the bill dealing with labor if he could thereby 
the induce the labor organizations to abate their opposition to the 
pill. 
car: “Let it be said to the everlasting credit of the representa- 
rt of g tives of the workingmen of this country that they spurned and 
that @ rejected this barefaced proposal that they barier the public in- 
intry @ terest for what was held up to them as a special provision which 
),728, @ would be inserted in the bill in the interest of labor,” said he. 
lows Senator LaFollette contended the present condition of world 
plus, @ shipping could not be mitigated by a subsidy. He said a sub- 
¢ re @sidy would not increase ocean business or create cargoes. 
“We have heard much about loss on operation of government 
— ships, and the effort has been made to mislead the public into 
id the belief, by the most extensive and skillful propaganda ever 
) per attempted in behalf of any measure, that government owner: 
frets ship and operation of a ship inevitably means a loss,” he con- 
$256. tinued. ‘The fact is that losses on government-owned ships, if 
"Bilosses have been sustained, have occurred on those ships not 
operated by the government but operated largely under contracts 
their § adroitly devised to make the government lose money.” 
have The senator quoted Chairman Lasker’s condemnation of the 
they # managing agency agreements. 

Senator Fletcher, of Florida, joined in the attack, declar- 
eo ex ys that Shipping Board estimates of losses on ship operations 
. The Were full of “ife” and “ands.” He contended the estimates of 
re op-™ losses were excessive and that $33,000,000- a year was about as 
a near as he could get to the total as against the Shipping Board 
ur ex-@ Cumate of $50,000,00. 

Ww has Brookhart Attacks Rail Act 

yee The Senate failed to reach a vote December 18 on a motion 
reason by Senator Norris to set aside the subsidy bill and take up a 
Bese bill providing for rural credits. Senator Brookhart, of Iowa, 
ago speaking in favor of the motion, made his first attack on the 
ained.”™ Wansportation act. He asserted that, under that act, excessive 
yo burdens had been placed on the farmers because they had to 


- rates that would yield six per cent on an excessive valu- 
ation. 

Senator Brookhart said present economic conditions were 
lisastrously oppressive to agriculture and in a large measure 
were produced by improper laws and unwise governmental 
action, adding that one of the best illustrations in support of 




















pended, 
is, one 
rs, for 
een on 
148,156, 


ned a that conculsion was the transportation act. 
aicures “This ill-fated law is the first great governmental grant of 
ded the subsidy to the profits of private enterprise, said he. “Under 


e yeals @the common and constitutional law the public utility has a 


— slaranty of the right to charge rates high enough to yield a 
e years 'easonable or adequate return upon its honest investment, sub- 
ix lect however, to the paramount rights of the public. 

nse the “Under the transportation act this basic rule of rate making 
ld —* ls changed and the paramount rights of the public are eliminated. 


The Commission is now commanded to levy rates high enough 
yield a return of 6 per cent upon a valuation of $18,800,000,000 
ind for the first six months the deficit was guaranteed out of 
the Treasury of the United States. No reactionary leader in 
Congress and no reactionary newspaper ever called this state 
socialism, but if the farmers could -have had a like guaranty 
during the first six months of their inflation, it would have 
saved them $7,000,000,000 and prevented widespread agricultural 
bankruptey. But a wild act as this would made the thrones 
of Wall Street tremble and filled its sympathetic press with 
the red ink of bolshevism. To guarantee a half billion dollars 
lo eight thousand millionaires to keep full the measure of their 
War profits is a wise, businesslike, conservative and patriotic 
Use of the public treasury. But to guarantee cost of production 
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endl to seven million farmers for a crop production at the command 
eg of their government at the oppressive cost of war prices is 
2, & sul Wwise, socialistic and treasonable.” 

Seine Mr. Brookhart attacked the valuation tentatively fixed by 
heir ov Xe Commission, saying that all the stocks and bonds of the 
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railroads could be bought on the market for $7,000,000,000 less 
than the valuation. He said the “watered value” had been 
legalized. He pointed out that the rate of return had been cut 
from 6 to 5% per cent, adding that if the farmers and laboring 
people ever got money enough it would all be collected. 

Discussing the “psychology” which produced the transporta- 
tion act, Mr. Brookhart said the roads were being operated by 
the government and that he did not question the integrity of the 
Director General, but that below him were managing officers 
who were neither loyal to him nor to the government. He said 
these officers were loyal to the corporations and wanted to 
discredit government operation so the roads would be turned 
back. 

“They were traitors as truly as Benedict Arnold,” he 
charged. “They deliberately muddled and mixed up the service. 
They hired excessive numbers of inefficient employes and paid 
them excessive wages for the deliberate purpose of increasing 
the operating expenses. They advertised their own crimes as 
the evils of government operation. They created a general 
sentiment and demand for a return of the roads to their private 
owners. With it they coupled the demand for this law. Then 
the propaganda went forth that it was either this law or continued 
operation by the despised government of the United States.” 

The senator declared the law should never have been 
enacted and that the roads should have been turned back under 
the old law. He said the first year the roads were turned back 
the roads increased the operating expenses by over 1,400 
million dollars. 

In debate, relating to relief for the farmer, Senator Calder, 
of New York, declared in the Senate, that possibly the farmer 
was being encouraged to reach out and borrow beyond his means, 
when, after all, his real problem was to obtain enough for the 
thing he produced, so as to secure even a small return for his 
labor and investment. ° 

“The matter of transportation comes in right there,” inter- 
jected Senator McKellar, of Tennessee. “Does not the Senator 
think that he made a mistake some few years ago when he 
voted for increasing the transportation charges of the country 
to such an enormous extent when what is known as the Esch- 
Cummins Law was enacted? The Senator voted for it, as I re- 
call, and the rates on milk from New York State points to 
New York City, and to all the large cities were increased, as I 
recall, something like 200 per cent.” 

“Of course, the Senator has examined the freight rates on 
milk coming into New York City,” replied Senator Calder, “and 
if he has, he might tell the Senate the fact that the increased 
charge for carrying milk does not exceed one-eighth of 1 cent 
per quart, and that, of course, has not contributed very much 
to the increased price. I voted for the Esch-Cummins Act, 
but I do not recall any provision in that law which increased 
the freight rates.” 

“The Senator did not read the bill, evidently, if he does 
not recall where the rates were raised from 100 to 200 per 
cent,” said Senator McKellar. 

“We gave the Interstate Commerce Commission added au- 
thority in the matter, and, of course; it increased the rates,” 
replied Mr. Calder. “But the Senator has not explained, in 
his interruption, that, under the domination of his party dur- 
ing the war, billions of dollars were added to the expense of 
operation of the railroads, and that, in those days, the rates 
were increased through the instrumentality of his own Com- 
mission acting under the authority of his own party. Nor 
does he tell us that his own President urged that the rates be 
increased because of the added cost of operation.” 

Senator Brookhart’s attack on the railroads in his speech 
in favor of the Norris motion to displace the subsidy bill 
resulted in a general discussion of matters relating to rail- 
roads. The senator inquired of Senator Jones, of Washington, 
as to reports that about one-third of the apple crop of Wash- 
ington was being destroyed because it would not bring enough 
to pay the freight rates. He said the Farmers’ Union had 
told him that they were getting ready to dump 6,000 bushels 
of apples at one time into the Columbia River and have 
moving pictures taken as the apples went into the river. 

“Six thousand bushels?” inquired Senator Jones. “I would 
not be surprised if it were 6,000 carloads.” 

Then Mr. Brookhart said he was informed that there 
would be a total of 10,000 carloads dumped in the river. Mr. 
Jones said he did not think the situation was overdrawn. He 
said it had been impossible for the apple growers to get suf- 
ficient freight cars. 

*“T would suggest that we send some of the idle ships 
around and get them, take them over to New York and feed 
the people there,’ said Senator Brookhart. 

Senator Jones said the trouble was the lack of refrigerator 
ships. 

Senator Johnson of California, said the West had not 
been able to get freight cars to transport its products. 

“If that is the difficulty,” interjected Senator Reed, of 
Missouri, “it is so easily met that we need none of us get ex- 
cited about it. I am as ready as anybody else to help meet 
it. A condition where railroad companies over long periods of 
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time fail to secure the necessary amount of cars to handle 
the business of the country is an intolerable condition and 
points directly to incompetence somewhere. I will not at the 
present moment say where. It may be we are part of the 
incompetence.” 

Senator Dial, of South Carolina, said he had received a 
communication that one of the largest coal mines in the South 
had been shut down four days last week because it could not 
get cars, adding that it seemed to him that “we should put 
some of our energies toward trying to improve the transporta- 
tion facilities in this country.” 

Senator Norris then spoke of railroad capitalization and 
declared that freight rates had gone so high that, in his judg- 
ment, rates must be reduced by some means or there must 
be a reconstruction of civilization, using the railroads as a 
basis for such reconstruction. 

An inquiry was made by Senator Stanley, of Kentucky, 
as to the remedy for the railroad situation, remarking that the 
trouble now was not the question of capitalization of the roads 
so much as the fact that the cost of operating the.railroads, 
even if nothing were paid on the securities, was practically 
prohibitive in a great many cases. 

Senator Norris said he did not mean to suggest that 
capitalization was the only question involved. He said he be- 
lieved the roads could be managed more efficiently than they 
were being managed and that there should be one great sys- 
tem or a few great systems, adding that while one road was 
failing another road was making exhorbitant profits. 

Senator Stanley said that at one time he held the hope 
that consolidation would remedy the evil but that he since had 
reached the conclusion that the remedy would be worse than 
the disease. He did not believe in turning the profits of one 
road over to a “lame duck.” 

“The only way I see to lower freight rates is to enable 
the roads which can operate at a lower cost to operate in that 
way, and not force them to turn over their earnings to some 
other allied road, or some road artificially consolidated with 
another, which never was a financial success and never will 
be,” said he. 

Senator Norris then said he would organize a govern- 
mental corporation to take over some of the roads, perhaps 
not all, and operate them for service and not for profit, adding 
that the water should be squeezed out of the railroads. 

Senator Ransdell, of Louisiana, made a speech in favor 
of the subsidy bill. Senator Borah, of Idaho, spoke against 
the bill. 

Efforts of Senator Jones of Washington, in charge of the 
subsidy bill, to reach a vote on the Norris motion to substitute 
the rural credits bill for the subsidy bill, were not successful up 
to December 21. Senator Norris gave notice that if the motion 
were not adopted he would follow it up with another motion pro- 
posing consideration of a joint resolution proposing an amend- 
ment to the Constitution, meaning that the efforts to sidetrack 
the subsidy bill would not be dropped. 


SAYS CAPPER MISLEADS PUBLIC 


The Trafic World Washington Bureau 


Chairman Lasker, of the Shipping Board, in a letter this 
week to Senator Capper, of Kansas, said erroneous statements 
about the ship subsidy bill were made in a circular letter sent 
out by Capper’s Weekly asking for the opinions of subscribers on 
the bill. The chairman attacked statements that the govern- 
ment fleet would be sold for approximately $200,000,000, that 
$125,000,000 would be available for loans for new ships and 
reconditioning of ships and that $750,000,000 would be paid 
in subsidies and aids in the next ten years. He said they were 
taken syllable for syllable from the House minority report on 
the bill, prepared by Representative Davis of Tennessee. 

Mr. Lasker said he wished to give the senator the facts 
that he might be enabled to correct the erroneous impressions 
that had been created by the circular letter. 

“You certainly would not wish, and I certainly could not 
permit, any part of our people to be misled concerning the pro- 
visions of the ship subsidy bill, or the facts surrounding it,” 
said he. 

Mr. Lasker challenged the statement that the fleet would 
be sold for $200,000,000, saying that what could be realized for 
the ships depended on conditions throughout the world and 
surrounding the American merchant marine. He said it was 
believed that the bill would create a market for the ships and 
make it possible to sell them for an amount largely in excess of 
$200,000,000. He said existing law provided for a loan fund of 
$125,000,000 and that the pending bill made slight modifications 
with respect thereto to meet present conditions more success- 
fully. 

The statement as to $750,000,000. the chairman said, did 
not come remotely within the facts, adding that, as the bill stood, 
the maximum payment in any one year in direct aids would be 
$30,000,000, and that if all privately-owned tonnage under the 
American flag were put into ocean service the total annual 
subsidy paid would be less than $5,500,000. If in addition, he 
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said, all the government operated fleet at once passed into 


private hands, the subsidy cost the first year would be less than 
$15,000,000. 


BOARD TO HANDLE CLAIMS 


The Trafic World Washington Bureau 


Formal announcement of the dissolution of the Claims Com- 
mission of the Shipping Board, effective January 1, has been 
made by Chairman Lasker. The commission was created to 
pass on claims against the Emergency Fleet Corporation grow- 
ing out of the war-time shipbuilding program. In making the 
announcement the chairman said: 


All claimants must negotiate their claims through the claims de- 
partment. The executives of this department will be Col. Josenh Fair- 
banks, assistant general counsel; James Talbert, director of claims: 


E. H. Van Fossan, director of claims; T. H. Madigan, director of 
claims. 


Claims, after being negotiated, will be submitted direct from the 
claims department to the Shipping Board for decision and/or award. 

All claims negotiated by a director of claims, when docketed by 
Assistant General Counsel Fairbanks, will go directly before the 
Shipping Board for action at its regular Tuesday meetings. The 
claims department will continue as a unit of the legal division under 
the et hs me of General Counsel Parker. 


. P. M. Brown, secretary of the claims commission, will join 
the claims department, effective January 1, 1923, as assistant counsel, 
legal division. Such employes now in the claims commission as are 
needed for the continuance of the work will be transferred to the 
claims department; those not needed will be separated. 

It is the Shipping Board's belief that the organization now set up 
can, with the vast amount of work that has already been concluded on 
penuing claims, settle all claims by the end of the present fiscal year. 
With this is mind the writer will request of the appropriations com- 
mittee of the House of Representatives that the appropriations bill 
for the Shipping Board and the Emergency Fleet Corporation fcr the 
ensuing fiscal year provide that all moneys in the $50,000,000 claims 
settlement fund not expended or committed by June 30, 1923, be 
covered into the United States Treasury. 


LIQUOR ON SHIPS 


The Trafic World Washington Bureau 


A brief in behalf of foreign steamship lines that are fight- 
ruling of Attorney-General Daugherty that the 
eighteenth amendment and the Volstead act apply to ships was 
filed in the Supreme Court this week by George W. Wicker- 
sham, former Attorney-General. Mr. Wickersham contended 
in the brief that while the amendment and the law applied 
to the United States and all territory subject to its jurisdiction, 
they could not be applied to the internal affairs of foreign 
merchant vessels coming into American waters. 


RENAME VESSEL 


W. J. Love, vice president and genaral manager of the 
United States Shipping Board Emergency Fleet Corporation, has 
announced that the ex-German steamer “President Grant,” in 
addition to being immediately reconditioned for use by the 
United States Lines, has, by action of the Shipping Board, been 
renamed the “President Buchanan.” 


LAUNCHING OF NEW LINER 


A cable from the Hamburg-American Line to its American 
agents, the United American Lines, announces that the new 
trans-Atlantic liner Albert Ballin was successfuly launched 
December 16. The Albert Ballin is the first of two large modern 
steamers ordered by the Hamburg-American Line since the war 
from the Blohm and Voss yard at Hamburg. She is expected 
to enter service between Hamburg and New York via South- 
hampton and Cherbourg in May. 


BILL TO ABOLISH SHIPPING BOARD 


: _ Senator King, of Utah, has introduced a bill (S. 4205) pro- 
viding for the transfer to the Secretary of Commerce of the 
powers, duties, and functions of the Shipping Board, and of the 


assets, properties, funds, and liabilities of the Emergency Fleet 
Corporation. 


RESULTS OF POSTAL CONFERENCE 


Results of the first international postal conference between 
the United States and Canada, held December 4 and 5, at Ottawa, 
have been announced by the Post Office Department. Regulations 
relating to parcel post shipments were agreed on as follows: 


The maximum weight of parcel post packages was increased from 
four pounds six ounces to eleven pounds, which is the domestic limita- 
tion in Canada and which could not be further increased without 
action by parliament. 

The country sending the greatest number of parcels will recom- 
pense the other on the basis of thirty cents for each parcel in excess 
of the number received. Instead of an actual count the settlement 
will be based on statistics taken during the first seven days of April 
and of October each year. 

_. The maximum indemnity on registered articles originating in 
either country and addressed tothe other will be $25.00 instead of 
the present Canadian domestic limitation of $9.65. With the Canadian 
domestic limitation remaining at the lower figure, Americans may 
recover larger indemnities on articles lost in the Dominion than can 
Canadians themselves. Indemnity is to be paid by the country in 
which the mail is lost or stolen. 
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Parcels passing between the two countries may be insured for 
the maximum limitation obtaining in the country of origin which is 
$100 in both instances. 


In case of loss, rifling, or damage of insured parcels, as in the 
ease of registered articles, the insurance is to be borne by the country 
in which the loss or pilfering takes place. 

Canada will pay the United States twelve cents a pound for 
carrying Canadian parcel post packages destined for delivery in South 
America over the routes across this country now used for the trans- 
mission of American parcels. 


Eleven pounds was fixed as the limit of weight for any single 
pook to be carried through the mails for international delivery. 

The purpose of the conference was to increase mailing facilities 
and conveniences to the public of both nations by the extension of 
virtually every branch of the service where mail contact was made. 
These benefits were readily effected, the date when they will be put 
in force to be announced later. The first draft of the convention is 
now in the hands of Washington postal officials who are making a 
number of changes and suggestions which will be sent back to Canada 
for approval or rejection. When the final minor details are agreed 
upon, two copies of the convention will be engrossed and presented 
to President Harding for his signature. One copy will then be re- 
turned to Canada for the signature of the Canadian Postmaster Gen- 
eral, which will constitute a complete ratification and make the 
treaty binding on the date prescribed. 


BRAZILIAN MERCHANT MARINE 


The merchant shipping of Brazil in June, 1914, consisted of 
395 steamers of 307,600 gross tons, according to Lloyd’s reg- 
ister; in June, 1922, it comprised 349 steamers of 469,400 gross 
tons (the decrease in actual number of vessels is explained 
by the dropping out of many old vessels of small tonnage). 
The cause of the entire growth, says E. T. Chamberlain, of 
the transportation division of the Department of Commerce, was 
the addition to the Brazilian fleet of the 45 German steamers 
of 217,000 gross tons (148,000 net tons) seized in Brazilian 
harbors by the government when Brazil entered the war in 
June, 1917 (the Brazilian fleet lost only 12,300 gross tons by 
submarine warfare). 

Of these ex-enemy ships, 30 were chartered to France; but 
in 1920-21 all these except two were returned, and the ex-enemy 
ships, now 38 of a little less than 200,000 gross tons, have been 
in. effect added to the fleet of the Lloyd Brazileiro Company, 
which the Brazilian government virtually has owned for nearly 
twelve years. As a result, the Brazilian government now is 
the beneficiary owner of 87 steamers aggregating approximately 
285,000 gross tons, while private Brazilian shipowners own 262 
steamers of only 184,000 gross tons. In fact, the government 
owns almost all the ocean-going steam fleet in foreign trade 
and owns an even larger proportion of Brazilian merchant ton- 


nage than does the United States Shipping Board of American 
tonnage. 





REDUCED FREIGHT RATES 


The Western Railways’ Committee on Public Relations, De- 
cember 22, issued a statement declaring that the reductions in 
freight rates made within the last year have averaged 12 per 
cent and are costing the railways at the rate of at least $471,- 
000,000 annually in freight earnings, and characterizing the agi- 
tation, especially in the western states, for further reductions as 
a “menace to the reviving prosperity of the country.” 


The committee is composed of the following railway presi- 
dents: Ralph Budd, Great Northern; H. E. Byram, Chicago, Mil- 
waukee & St. Paul; W. H. Finley, Chicago & North-Western; 
Hale Holden, Chicago, Burlington & Quincy; J. E. Gorman, Rock 
Island Lines; C. H. Markham, Illinois Central; C. N. Schaff, Mis- 
souri, Kansas & Texas, and.S. M. Felton, Chicago Great Western. 
The statement, which was given out by the chairman of the 
committee, S. W. Felton, is as follows: 


The present agitation for further reductions of railway rates, 
which is especially active among the farmers in western territory, 
indicates a serious want of public understanding of the railroad situa- 
tion, and is a menace to the reviving prosperity of the country. This 
want of public understanding will, it is to be feared, be increased 
y a statement made in President Harding’s message to Congress 
on December 8. This statement is as follows: ‘‘When some very 
moderate wage reductions were effected last summer there was a 
5 per cent horizontal reduction in rates.” The appearance of this 
statement in the message must have been due to an unfortunate 
mistake, for, as shown by the latest statistics of the Interstate Com- 
merce Commission, the reduction of rates has been more than twice 
the amount stated. While railway rates and earnings have been seri- 
ously reduced, the prices of all commodities have been increasing. 

.September was the first month since the general reduction of 
Teight rates was put into effect on July 1 the facts for which show 
the full effect of the reductions of rates which have been made within 
the last year. This is the case because September was the first 
Month after the reduction of rates when the railways handled a 
hormal amount of low grade freight, especially coal. The statistics 
of the Interstate Commerce Commission show that between Septem- 

T, 1921, and September, 1922, two months which are entirely com- 
Parable, the average freight rate per ton per mile in the entire 
country declined 12 per cent, or from 1.27 cents to 1.12 cents. Few 
People realize the great effect this has had on railroad earnings. 
he total freight earnings of the railways of the country from freight 
usiness in September alone were $47,775,000 less than they would 
ave been except for this reduction in rates. Based on the freight 
traffic handled in 1921 the reduction of freight rates within the 
last year amounts to about $471,000,000 annually. 

The largest reduction in rates has occurred in western territory, 
ecause the reductions on grain, grain products and hay have been 
Telatively larger than on other commodities. The reduction in the 
average rate of the western lines between September, 1921, and Sep- 
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tember, 1922, was 13 per cent. The western Railways in September 
earned almost $22,000,000 less than they would have if the reductions 
of rates had not been made. Because of the reduction in rates the 
earnings of the western lines, on the basis of the traffic of 1921, have 
been reduced at an annual rate of almost $265,000,000. 

The argument has been made that rates should be reduced be- 
cause they are too high compared with the prices of commodities, 
and especially of farm products. A statement just issued by the 
Bureau of Labor Statistics of the Department of Labor shows that 
between November, 1921, and November, 1922, the average whole- 
sale price of all commodities increased over 10% per cent. It also 
shows that within this year the average increase in the prices of 
farm products was 18% per cent. The result of these reductions in 
railway rates and increases in the wholesale prices of commodities 
is that the average rate per ton per mile in the entire country is 
now only 54 per cent higher than it was in 1913, before the war, 
while the average wholesale price of all commodities other than farm 
products and foods is 65 per cent higher. 

Since most of the complaint regarding high railway rates comes 
from the farmers in western territory, it is pertinent to call attention 
to the fact that as compared with 1913 the average price of farm 
products is now higher than the average rate of the western rail- 
ways. The average rate per ton per mile of the western railways 
in September was only 38.6 per cent higher than in 1913, while the 
average price of farm products in November was 43 per cent higher 
than in 1913. The price of corn in the Chicago market is 40 per cent 
higher than it was a year ago. 

The railways are suffering not only from these large reductions 
of rates, but also from the increases in prices which have occurred, 
which include, of course, increases in the prices of the things they 
have to buy. They are large purchasers of metals and metal prod- 
ucts, and the average increase in the price of these things within 
the last year has been almost 20 per cent. They are the largest 
purchasers of coal, and they are paying almost 40 per cent more 
per ton for coal than they were when the coal strike began. They 
are large purchasers of lumber, and the increase in the price of 
southern pine within the last year has been 39 per cent, while the 
increase in the price of Douglas fir lumber has been 86 per cent. 

In the four months following the reductions of rates on July 1, 
for which complete statistics of earnings and expenses are available, 
the railways of the country earned almost $87,000,000 less net return 
than in the same months of 1921, although 1921 was an extremely 
poor year. In these months the western lines earned $38,000,000 less 
net return Than in the same months of 1921. This reduction of net 
return was due partly to increases of expenses caused by the shop 
employes’ strike, but mainly to the reduction of rates and increases 
in the prices of fuel and materials. 

The railways have never been able since the coal strike ended 
to furnish the country with as much transportation as it has needed, 
and the shortage of transportation has been acute in the western 
states where the farmers have suffered severely from it. If the rail- 
ways are to be enabled to furnish the transportation the country 
needs, producers and shippers must be willing to pay rates high 
enough to enable the railways to furnish it. Further reductions of 
rates, which would be absolutely without justification on economic 
grounds, would cripple the railWays. All signs indicate that the de- 
mand for transportation will continue to increase, and the railways 
will become less and less able to cope with this demand if their 
rates continue to be the object of unwarranted attacks. 


WARFIELD URGES CONGRESS TO ACT 


The Trafic World Washington Bureau 

S. Davies Warfield, president of the National Association 

of Owners of Railroad Securities, in a statement accompanying 

a pamphlet outlining the association’s program for effecting 

economies in railroad operation and for solving the railroad 

labor problem, urges that Congress act now on the President’s 

recommendations as to transportation made in his recent ad- 

dress to Congress. The pamphlet which Mr. Warfield is cir- 

culating now was that referred to in The Traffic World of De- 
cember 15. Mr. Warfield’s statement follows: 





The present car shortage, the recommendations for permanent 
relief through pooling and adequate supply and distribution of in- 
terchange freight cars, and other suggestions respecting effective 
and economical rail transportation that were contained in President 
Harding’s admirable and constructive message to Congress prompts 
us to enclose to you a pamphlet dealing with these subjects. 

Since 1919 this Association has contended before Committees 
of Congress and the Interstate Commerce Commission for the estab- 
lishment of the policies outlined in this pamphlet and now recom- 
mended by the President after the wide experience to which he 
has been subjected. 

‘The President’s apprehension that action may not be possible 
during the present session of Congress should bring support to 
the measure he advocates, for if not adopted at the present ses- 
sion the time necessary for putting in effect the comprehensive 
suggestions made will deprive agricultural and business enterprise 
of the benefits and economies to be obtained until after another crop 
movement and another car shortage which these interests will again 


face. 
ASK RATE INVESTIGATION 


The Farmers’ National Council of Co-operative Marketing 
Associations, which voted at the closing session of its conven- 
tion, December 16, to form itself into a permanent organization, 
adopted a resolution calling on the Commission to institute a 
general investigation of freight rates. The resolution follows: 


High freight rates have proven an excessive burden to the pro- 
ducers and consumers of the country and we urge the Interstate 
Commerce Commission immediately to hold a hearing for the pur- 
pose of opening the whole question of revision of the rate struc- 
ture now in effect with a view to lessening, if possible, the burdens 
now borne by shippers of primary commodities. But we suggest to 
co-operative organizations that the development of orderly marketing 
by farmers themselves will perhaps be the most serviceable method 
of adjusting transportation tie-ups and embargoes which generally 
prevail during the usual dumping seasons. 


The Council, according to a statement issued by it, is com- 
posed of co-operative marketing units representing over a 
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million farmer producers and over a billion dollars’ worth of 
annual business. The following executive committee was Sse- 
lected to perfect the organization. 


Robert W. Bingham, Louisville, chairman; Carl Williams, Okla- 
homa City, vice-chairman; Milo D. Campbell, Coldwater, Mich., vice- 
chairman; H. G. Coykendall, San Francisco; John D. Miller, New 
York; E. M. DePencier, Norfolk; Assron Sapiro, New York; G. H. 
Foss, Caribou, Me.; F. B. Cheney, Stuttgart, Ark.; B. W. Kilgore, 
Raleigh, N. C.; Geo. C. Jewett, Portland, Ore.; Howard Leonard, 
Chicago; G. A. Norwood, Raleigh, N. C.; Dan C. Wallace, St. Paul, 


Minn. 
COMMUNICATIONS TOI. C. C. 
The Traffic World Washington Bureau 


Senator La Follette introduced a bill December 19 making 
it a misdemeanor for any person to attempt to influence mem- 
bers of the Commission or examiners by sending communications 
in any other manner than as provided by the rules and regula- 
tions of the Commission. 

It was said at Senator LaFollette’s office that the purpose 
of the bill was to put a stop to propaganda designed to 
influence decisions of the Commission. It was pointed out 
that the senator had introduced a similar bill in 1914 “‘after 
a flood of propaganda” had been directed at the Commission, 
and that the same practice was still pursued. The bill would 
make possible the imposition of a fine of $2,000 or a year’s im- 
prisonment, if it were violated. 


RECAPTURE OF EARNINGS 


The Trafic World Washington Bureau 


The Senate December 15 adopted the Capper resolution call- 
ing on the Commission for detailed information as to the re- 
covery of excess earnings of railroads under Section 15a. 

Before the Capper resolution was adopted an amendment 
was agreed to providing that in responding to it the Commis- 
sion should report the amount of the value of each of the rail- 
roads in each state, respectively, so far as the same has been 
compiled. The amendment was proposed by Senator Trammell, 
of Florida, who said he desired to find out whether the Com- 
mission was complying with the part of the valuation act re- 
quiring that the valuation of railroads shall be determined and 
stated within the states, respectively. In connection with sub- 
mission of the amendment Mr. Trammell declared freight rates 
in his state were excessive and unreasonable. 

Senator Underwood said the resolution called for informa- 
tion that he personally would like to have because he was in- 
terested in the workings of the proposition limiting the earn- 
ings of the great railroads of the country and establishing the 
general railroad contingent fund. He believed, however, that 
what the resolution called for would require a great amount of 
time and money if the data were submitted. Senator Capper 
said all that was wanted was what the Commission had ready. 
Senator Underwood remarked that the reply as to how many 
railroads had earned in excess of 6 per cent ought not to occupy 
Many pages and he added that if the senator only wished in- 
formation the Commission had at hand he would not object. 


IMPEACHMENT OF DAUGHERTY 


The Trafic World Washington Bureau 


Hearing on the impeachment charges of Representative 
Keller against the Attorney-General were concluded this week 
before the House judiciary committee. Because of Keller’s re- 
fusal to obey a subpoena to appear before the committee, it was 
regarded that the charges had fizzled out and that the commit- 
tee would make a report favorable to the Attorney-General. 

The injunction suit against the striking shopmen was one 
of the issues in the hearing. In this connection the Attorney- 
General commented on the conviction of trainmen leaders at Les 
Angeles for conspiracy in connection with the abandonment of 
passenger trains on the California-Arizona desert last August, 
regarding the convictions as a vindication of the policy followed 
by the government in dealing with the strike. 


RULING ON OVERTIME PAY 


The Labor Board, in a decision December 15, upheld its 
former stand in denying the maintenance of way men their 
request for time and one-half for work on Sundays and holidays 
and also for labor performed after eight hours of work. 

Rulings favorable to the employes were contained in the 
decision that employes’ time must start and end at designated 
assembling points and supervisory forces shall be compensated 
on the same overtime basis as the men supervised when the 
general force is required to work in excess of eight hours. The 
last ruling applies to foremen employed on a monthly basis. 

In a dissenting opinion A. O. Wharton noted the discontent 
and unrest among railroad employes. He said an exam- 
ination of the decisions of the board would disclose that there 
had been but one decision issued during its existence that rep- 
resented any betterment in their conditions of employment. 
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Chairman Ben W. Hooper, while agreeing with part of the 
dissenting opinion, declared that the dissension among the en. 
ployes was not impressive. 

“In view of the sufferings and losses of the farmers and 
producers of the country from which railroad labor largely has 
been exempt, the railroad employes could consistently subdue 
their unrest and devote their enthusiastic exertions to the eff. 
cient service of the people who are paying for it,” he said. 


ABOLITION OF LABOR BOARD 


Senator King, of Utah, has introduced a bill (S. 4193) to 
repeal the labor provisions of the Transportation Act. 


COMMENDS PRESIDENT’S MESSAGE 


The administrative committee of the American Bankers’ 
Association adopted a resolution commending President Harding 
“on the courageous and conservatively progressive stand taken 
by him, particularly in respect to the necessities of transporta- 
tion as a whole, in his recent message to Congress.” The res. 
olution was sent to the White House. 


PURCHASE OF CAPE COD CANAL 


Consideration of the proposal for the government to buy 
the Cape Cod Canal was revived by submission to President 
Harding of reasons why the government should take over the 
Senator Lodge 
and Secretary of War Weeks joined in the recommendations, 
Proposed legislation authorizing the government to buy the 
property is pending before Congress. 


FRUIT AND VEGETABLE SHIPMENTS 


“The usual pre-holiday activity in the fruit and vegetable 
markets was not so apparent this Christmas because of the gen- 
erally liberal supplies of staple lines,’ the Bureau of Agricul 
tural Economics of the Department of Agriculture said in its 
weekly review. “Shipments of principal fruits and vegetables 
decreased 2,000 cars, totaling only 7,176 cars during the week 
ending December 16. Potatoes and boxed apples showed heayv- 
iest losses. Movement of lettuce, spinach and cauliflower in- 
creased considerably. California and Texas spinach has now 
started to market.” 

The totals from the weekly summary of carlot shipments 
follow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Tuesday, December 19, 1922. 














‘Week Previous otal 
Dec. 10-16 Dec.11-17 Week This Last 
ine.this inc. last This Season to Seasonto Last 
Season Season Season Dec.16 inc. Dec.17 inc. Season 
Boxed Apples— 
| 955 1,162 1,870 29,672* 46,311 56,313 
Barreled Apples— 
| 704 362 898*  46,229* 25,544 32,138 
Cabbage— 
oo ree 574 505 757 33,563* 26,383 31,000 
Cauliflower— 
eee 130 113 125 1,058 1,578 4,335 
Celery— 
| ere 374 505 523* 10,835* 9,699 11,640 
Grapes— 
Ce 31 93 54,910* 37,194 37,208 
Lettuce (old)— 
aa 3 12 15 21,863* 18,287 18,300 
Lettuce (new)— 
rer 559 509 384 2,082 2,360  21,863* 
Mixed Vegetables— 
(Cal. year 1922) 
| aie 286 203 262 18,722* 15,585 15,816 
Onions— 
| Se 415 261 397*  22,370* 16,892 20,777 
Pears— 
Ma divlsis veka 22 18 38 19,221* 12,710 12,822 
Spinach— 
ee 193 156 99* 993* 628* 4,654 
Sweet Potatoes— 
| See 601 539 587 13,031* 11,993 19,278 
Summary White Potatoes— 
Leading Sections: 
Late crop .... 2,214 2,462 3,075 83,835 97,500 185,369 
Other Sections: 
Late crop .... 65 89 80 24,801 18,450 20,324 
Early crop ..... te wii a 40,775 32,458 32,558 
~ | See 2,279 2,551 3,155* 149,411* 148,408 238,251 


*Includes all delayed and corrected reports received to date. 


SERVICE ORDER NO. 31 
On recommendation of the federal fuel distributor, the Com 
mission, in Service Order No. 31, effective December 22, has 
ordered: 


That in the supply of cars to mines upon the line of the Pent 
sylvania Railroad Company said carrier shall place, furnish, and 4° 
sign open top cars suitable for the loading and transportation % 
bituminous coal at the mine of Commercial Coal Mining Compat} 
located at Twin Rocks, Pa., at the rate of 3 cars per day for 
consecutive working days, when consigned to the Government Fué 
Yards, Washington, D. C., in preference and priority to any othe 
placement or use of such open top cars; provided, That the opel 
top cars so placed, furnished, and assigned shall be counted against 
the distributive share allotted to the mine hereinbefore name 
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56,313 
32,138 
31,000 
4,335 
11,640 
37,203 
18,300 
21,863* 


15,816 
20,777 
12,822 

4,654 
19,278 


185,369 
20,324 
32,558 

238,261 
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DISTRIBUTION OF FUEL 


The Trafic World Washington Bureau 


The American Wholesale Coal Association, through its ex- 
ecutive committee and senior council, has submitted to the 
United States Coal Commission its views as to the remedy for 
existing conditions in the coal industry. It said that car short- 
age or transportation disability was one of the three principal 
causes for irregular production; that waste of coal was caused 
by improperly loaded cars, use of defective and unfit equipment; 
loss in transit by pilferage, losses by rough handling of trains, 
loss by degradation, and theoretical losses by inaccurate weigh- 
ing. 

In answering the request for suggestions as to remedies, the 
association said: 


Continued education of the consumer that he may know the coal 
most suited to his needs, having due regard to transportation con- 
ditions and freight rates. We suggest that transportation losses 
can be reduced by: 

(a) Proper loading of railroad cars, (b) Policing in transit, (c) 
Improved care in train operation, (d) Proper preparation of coal at 
the mines, (e) Frequent scale inspection and adjustment, (f) Uniform 
and prompt disposition of claims arising against the carriers. 

The present situation is, in our judgment, due to the unnatural 
conditions that prevailed during and since the great war; inadequate 
transportation, strikes, and government regulations. The remedy is: 

(a) A return to conditions prevailing for many years prior to the 
war and, (b) Free operation of the law of supply and demand, (c) 
The financing of railroads to enable them to properly equip them- 
selves, (d) The doing away with preferential distribution and move- 
ment of private and assigned cars, (e) Stabilization of mine labor 
and readjustments of labor costs, (f) Restoration of fluidity of car 
movement by removal of unnecessary reconsignment restrictions and 
permitting one free reconsignment to any destination as formally 
allowed, (g) Encouragement of storage by consumers, and (h) The 
elimination of discriminatory freight rates where they exist. 

We believe that under these conditions competition would re- 
store normal supply and prices. 


ANTHRACITE FOR CANADA 


The Trafic World Washington Bureau 


Representative Brennan of Michigan has introduced a res- 
olution calling on the federal fuel distributor for a report as to 
the amount of anthracite shipped to Canada and as to the 
necessity for an embargo on such shipments to Canada until 
the domestic needs of the United States have been met. Mr. 
Brennan said that while the United States had only the kindliest 
feelings for the Canadians, it was a cause for national reproach 
that the people in the United States’"were threatened with actual 
suffering for want of fuel while Canadian coal dealers were 
advertising unlimited quantities of anthracite for immediate de- 
livery. He said he could not understand why the federal fuel 
distributor had not before now established an embargo against 
Canadian shipments. 


Mr. Brennan said some people had asked whether Canada 
was being favored because the freight rates from Pennsylvania 
mines to Canadian points were higher than for corresponding 
hauls into American territory. 

“There is a strong suspicion that the coal-carrying roads 
are not averse to collecting the extra toll and that the mine 
operators, for some reason, are not averse to the railroads so 
profiting,” said he. “Of course, we are told that the ownership 
of the railroads and of the mines has been divorced, and, pre- 
sumably, no community of interest exists between them. I can- 
not understand why federal agencies stand inert while thousands 
of tons of coal pass through our shivering cities on their way 
to consumers in a foreign land.” 

The following telegram relative to the Canadian anthracite 
situation has been sent to C. A. Magrath, chairman of the Fed- 
eral Advisory Fuel Committee, Ottawa, Canada, by Federal Fuel 
Distributor, C. E. Spens: 


Cold weather is intensifying the distress anticipated on account 
of the shortage of anthracite. ae 

Rationing and compulsory mixing of steam with domestic sizes 
have been inaugurated in our most populous districts, which have 
heretofore been accustomed to using only domestic anthracite; other 
substitutes are also being employed. We have no information that 
Similar drastic steps have been adopted in Canada. 

While I have been advised of your understanding that due to the 
decreased production of anthracite, Canada’s allotment would be re- 
duced to fifty per cent_of last season’s imports and that an effort 
would be made to complete this allotment by January 1, due to your 
climatic conditions: and while I am aware of the fact that since 
September 11, the date the strike ceased, up to the first of December 
you received only approximately forty per cent of the allotment of 
domestic sizes, there are sections in this country that are suffering 
grievously, and since production is now practically at a maximum 
and demand is constantly increasing. there is no immediate prospect, 
if any at all, of equalizing the deficit existing on December 1 in 
Canada’s allotment. We presume, therefore, that you will wish to 
inform your people of the prospects, that they may arrange to pro- 
tect themselves, and that you will take any additional steps that you 
May consider necessary. 


Mr. Spens issued the following additional statement with 
regard to anthracite shipments to Canada: 


In connection with the anthracite situation, which is so dis- 
tressing due to reduced production, inquiries have been received by 
the Federal Fuel Distributor, as to whether or not an undue propor- 
tion of our anthracite has been allotted, or is being moved into Can- 
ada. The facts are as follows: _ 

The tonnage of anthracite shipped into Canada last coal year 
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amounted, approximately, to 4,000,000 tons, and the expectation this 
year was to ship, if possible, 50 per cent of this amount, or approx- 
imately 2,000,000 tons, with the understanding that at least the bulk 
of this tonnage, due to climatic conditions, should be moved by the 
first of the year, the same plan as adopted for Northern New Eng- 
land and our own northwestern territory served by the lakes. On 
December ist there was a deficit in this program for Canada of ap- 
proximately 700,000 tons, the allotment due on that date approximating 
1,400,000 tons. 

It will be noted that Canada has been notified that there is little, 
if any, prospect for equalization of this deficit of approximately 700,000 
tons, which will mean that Canada’s total allotment will be reduced 
from 2,000,000 tons, approximately, to 1,300,000 tons, unless later on 
there should be an improvement in our own situation that might war- 
rant some modification. Based on current production this 1,300,000 
tons will represent about four per cent of the anticipated shipments of 
domestic sizes for the period September 11, 1922 (the date the strike 
ended) to April 1, 1923. During the calendar year 1921 the total ship- 
ments of anthracite—domestic sizes—amounted to 51,916,578 tons, of 
which Canada received 3,920,000 tons, or 7.55 per cent. 


COAL PRODUCTION REPORT 


“Production of soft coal continues at a daily rate of approxi- 
mately 1,900,000 tons,” the Geological Survey said in its current 
coal production report. “The output for the week ended 
December 9, is estimated at 11,389,000 tons, including lignite, coal 
coked, mine fuel and local sales.” The report in part follows: 


Preliminary reports of cars loaded during the first four days of 
the present week (December 11-16) indicate a small decline on account 
of lay-off in some union districts on Tuesday, Miners’ election day. 
It is expected that the total output will probably be between 10,800,000 
and 11,000,000 tons. 

Anthracite production for the week ended December 9 is estimated 
at 2,038,000 net tons, on the basis of 38,971 car loads shipped, includ- 
ing, besides freshly mined coal, that recovered by washeries and river 
dredges and allowances for mine fuel and sales to local trade. This 
was 22 per cent more than in the corresponding week of 1921. 

Preliminary reports of cars loaded during the first 4 days of the 
present week (December 11-16) indicate that the output for the week 
will be nearly 2,200,000 tons. 

The all-rail movement of coal to eastern New York and New 
England declined in the week ended December 9. According to reports 
to the American Railway Association, 3,467 cars of anthracite and 
2,872 cars of bituminous coal were forwarded through the six principal 
rare over the Hudson, decreases of 18 and 6 per cent, respect- 
ively. 

In addition to the shipments shown in the table below, 31 cars of 
anthracite and 88 cars of bituminous coal were shipped through 
Rouses Point. 

According to reports from the three coal carriers with piers at 
Hampton Roads, 293,730 net tons of bituminous coal were dumped in 
the week ended December 9, Of the total dumpings, 12,518 tons were 
exports, 151,050 tons were consigned to New England, and 113,214 
tons were other coastwise tonnage. The remainder—16,948 tons— 
was bunker fuel. 

‘Final reports show that tidewater business improved slightly 
during November, and that a total of 2,318,000 net tons of bituminous 
coal were dumped over the piers at the five Atlantic coal ports. In 
comparison with October, this was an increase of 88,000 tons. The 
improvement was due principally to increased dumpings for bunkers, 
points inside the capes, and other tonnage, which were 363;000, 357,000 
and 708,000 tons, respectively. Shipments consigned to New England 
and exports declined slightly. Cumulative dumpings in 1922 to the 
a of November stood at 25,760,000 tons against 34,878,000 tons: in 

The movement of bituminous coal continued through the second 
week in December, but in greatly diminished volume. Statements 
from fhe Ore and Coal Exchange show that 286,292 net tons were 
dumped, of which 278,261 tons were cargo coal and 8,031 tons were 
vessel fuel. 

Cumulative dumpings of cargo coal during the present lake season 
to December 10 totaled 18,450,226 tons. In comparison with the three 
years preceding, 1922 was 18 per cent behind 1921 and 1920, and 15 
per cent behind 1919. 

Destinations not ordinarily taking lake coal had received 1,170,182 
tons, or 6.3 per cent of the total cargo dumped. 


ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


The railroad side of the assigned car case was completed 
when D. E. Spangler of the Norfolk & Western filed the rules 
he had suggested in his testimony in chief. In addition to the 
rules, he testified as to the experience of the Norfolk & Western 
when it had distributed its contracts for fuel among a com- 
paratively large number of operators. He said there were some 
operators who defaulted on their contracts because they believed 
a railroad was not entitled, in time of strong demand for coal, 
to any more than its pro rata share of a mine’s production. 
Other operators, he said, never defaulted, but he could not see 
how wider distribution of contracts would give a railroad more 
assurance of an adequate fuel supply than some other method 
of contracting for coal. 

E. G. Goodwin, fuel agent for the Southern, and W. S. An- 
drews, assistant to the vice-president in charge of operations 
on the same railroad, told about the supply of fuel on that road 
from July to November, 1922, during which time the reserve 
of fuel ran down from a little less than needed for four weeks 
to three days on one part of the system and five days on an- 
other. Late in November, in an effort to build up the supply, 
Mr. Andrews said, the company began using the assigned car 
again. 

F. C. Honnald, speaking for the operators in the Illinois 
Coal Traffic Bureau, with a production of 36,000,000 tons a year, 
said the Commission should accept as a basis for mine rating 
the rule presented by the carriers as amended by Callahan’s 
exhibit No. 85 and as modified by some of the suggestions made 
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by Eugene McAuliffe last July. He said he did not think a 
uniform rule for application throughout the country could be 
framed, because conditions, as between union and non-union, 
differed widely. He favored the “round robin” method for dis- 
tributing cars. 

The assigned car case, docket No. 12530, and the mine-rating 
and car-distribution case, docket No. 13896, joined for the pur- 
pose of hearing, have been disjoined and hearings completed in 
12530. Briefs are to be filed in it not later than January 27, 
simultaneously, without reply except at the arguments, time for 
which is to be announced later. The minerating case was ad- 
journed December 16 to give the American Railway Association 
and the National Coal Association, as the principal organizations 
representing the contending parties, an opportunity to try further 
conferences with a view to agreeing upon rating rules. They 
are to notify the Commission, not later than January 1, whether 
‘they were or could make progress so that, in the event they 
are not able to progress, the Commission may set the case down 
for further hearing. 

When the disjoinder was made the railroads and the opera- 
tors were more nearly at issue on the rules for continuing time 
in the rating of a mine and for equalization of overages and 
shortages in existence at the end of one shortage period and at 
the beginning of another, as between mines in one district, and 
as between districts than any other phases of the subject. 
Further conferences were the idea of Commissioner Aitchison. 
He told those engaged in the case it seemed settled that no uni- 
form rule for application throughout the country seemed either 
legally obligatory or necessary. That being so, he suggested the 
opportunity for making progress by conferences instead of by 
continuing the hearings from day to day seemed better than 
when the hearings were begun. 

“Tt seems obvious that the broadcasting throughout the 
country that in time of car shortage the railroads are able to 
give only a fifty per cent car supply is annually costing the 
country millions, and the money does not go to the operators,” 
he said, commenting on the necessity for producing rules that 
would cause a deflation in mine ratings to something near their 
capacity to produce and the country to consume. He was com- 
menting on the fact that when a car shortage comes the report 
is immediately spread throughout the length and breadth of the 
land that only a fifty per cent car supply is available, and that, 
apparently, some coal sellers have taken advantage of the fact 
that such reports are in circulation as an excuse for suggesting 
that prices may go very high. The report is based on the fact 
that, under the rules for rating of mines, the total rated ca- 

pacity of the soft coal mines of the country is something in ex: 
cess of 1,200,000,000 tons per annum. He suggested that under 
such rules an honest operator got less than should be given 
him while a dishonest one might obtain more than his due. 

Operators and railroad men were dubious about the possi- 
bility of their getting together but agreed to make the effort and 
report, not later than January 1, whether they had made progress 
and, if necessary, point out what seemed to be the insuperable 
obstacles, so that future hearings could be devoted to them. The 
operators made the point, in the informal discussions about con- 
ferences that the railroads, practically speaking, had abandoned 
that part of the joint case because R. V. Fletcher, in charge of 
the whole case for the railroads, was commissioned only to con- 
duct the assigned car part of the case. A. G. Gutheim, the 
witness for the railroads, present at the time the cases were 
separated and when the talk about further conferences took 
place, said he was not authorized to speak for the railroads but 
he would sugest to them that they confer with the operators. 

Just before the cases were separated and the hearings closed 
for the time being, on the mine rating phase, Dudley Farrand, 
for the Public Service Corporation of New Jersey, and J. W. 
St. Clair for the Camria Steel Company, testified in behalf of 
the rights of the private car owners. Mr. St. Clair sald regu- 
larity of supply of coal for by-product coke ovens was as neces- 
sary as the supply of ore for blast furnaces because damages 
from interruption of operation are serious. C. D. Boyd assumed 
responsibility for rules offered by Alfred Liveright, intended to 
prevent discrimination in the use of facilities of a railroad for 
the transportation of assigned cars. D. E. Spangler and Eugene 
McAuliffe were recalled for discussion of the rules. 


C. J. Goodyear, traffic manager for the Pittsburgh Coal Pro- 
ducers’ Association, took the stand with suggestions for amend- 
ments to the rules submitted by the railroads, as amended by 
exhibit No. 85, submitted by John Callahan for the National 
Coal Association. His chief amendments related to the counting 
of time for the determination of mining rating and the equaliza- 
tion of shortages and overages. He proposed counting all tipples 
at a mine as one. Commissioner Aitchison thought that that 
would be an invitation to operators to build many tipples and 
thereby increase their capacity to dump coal during the period 
in which their performances were being measured for the figures 
to be used in making the mine ratings. 

Goodyear and the members of the committee which had 
figured out the rule appeared, finally to convince those who 
scouted it, that it would not work as ludicrously as they at first 
thought, although they did not appear to convince them that the 
rule would work well. 
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The committee insisted upon equalization as between mines © 
in the same district in the second period of shortage so that 
the mine that had more than its share of cars in one period 
of shortage would have less in the following period, and vice 
versa. The members of that committee said that that equaliza- 
tion should be made within seven days. As to equalization be- 
tween districts on the same railroad, they insisted, it should 
be made within four weeks from the beginning of the succeeding 
shortage period. They made no suggestions about equalization 
between districts on different railroads, the rules that are to be 
formulated being intended only for the government of the rela- 
tions between a given railroad and the mines upon it. 


OPERATING REVENUES AND EXPENSES 


The Commission’s official statistics covering operating rev- 
enues and expenses of Class 1 roads for October, 1922 and 1921, 
and for the ten months ending with October and the correspond- 
ing period of 1921, for the United States, follow: 


OPERATING REVENUES AND EXPENSES, CLASS 1 ROADS, FOR 
OCTOBER. 





Item United States. 
No. Item. 1922. 1921. 
1 Average number of miles operated...... 235,192.62 235,150.38 
Revenues: 
A eee: $ 406,105,599 $401,952,413 
3 Passenger *90,133,399 788,903,056 
4 MRED oal0 nis elein 10s. cure aiotas 7,515,998 7,359,842 
5 Express 18,755,980 12,178,757 
6 Al other transportation ....cccccsccees 16,240,598 15,917,948 
7 I a: cectddia nas ereialds-a0-61s;e susiearewhvrares 10,634,632 9,994,617 
8 POMS TRIE, 5 cccis.cens vie ceceecceee 886,83 595,615 
9 SORE TORTIE I Es o..06:0:0:0.0 0:00:06: #00100. 221,148 179,594 
10 Railway operating revenues......... 550,051,896 536,722,654 
Expenses: : 
11 Maintenance of way and structures... 68,957,275 72,661,765 
12 Maintenance of equipment............ 130,408,463 112,191,535 
13 a, _ top ea ere See eee 7,245,129 6,904,722 
14 ROOTS 205,891,873 189,465,425 
15 Miscellaneous operations .............. 4,174,925 3,936,269 
16 SSE OEE I 13,044,812 13,285,351 
7 Transportation for investment—Cr.... 750,212 486,272 
18 Railway operating expenses......... 428,972,265 397,958,795 
19 Net revenue from railway operations... 121,079,631 138,763,859 
20 Fiatlway SOE BCCKURIG. 0.056 ccctscéceseds 27,014,299 25,825,334 
_21 Uncollectible railway revenues.......... y 175,652 
22 Railway operating income.......... 94,023,318 112,762,873 
23 Equipment rents—Dr. balance........... 6,835,917 5,762,476 
24 Joint facility rent—Dr. balance......... 1,932,435 1,479,621 
25 Net railway operating income...... 85,254,966 105,520,776 
26 Ratio of expenses to revenues (per cent) 77.99 74.15 


*Includes $2,880,164, sleeping and parlor car surcharge. 
TIncludes $2,658,395, sleeping and parlor car surcharge. 


OPERATING REVENUES AND EXPENSES, CLASS 1 ROADS, FOR 
TEN MONTHS ENDING WITH OCTOBER. 


Item United States. 

No. Item, 1922. 21. 

1 Average number of miles operated...... 235,368.31 235,611.30 

Revenues: 
2 EEE, | .a-cicicliechakieucee oaslaine sin oeomeueca $3,253,395,823 $3,296,896,869 
3 NIE 6 J serecatare 0 0la @ 6 tedaihne waieraere *892,789,742 7982,697,055 
4 NE Satin 42 vic: 60: orale Attcoceteimn ak Sol aida aveia alae Sacer 74,076,744 78,625,027 
5 ES er ee ea 112,784,602 82,728,318 
6 All ether transportation ......00ccseeoes 146,641,440 136,856,033 
7 NO i oi5S cuicie rie dae obeuwamaremxe 94,470,631 99,219,683 
8 a Ee eee eer 8,297,277 6,357,028 
9 SONG TOCF HE, be csccciccvecsesecees 1,802,860 1,435,732 
10 Railway operating revenues......... 4,580,653,399 4,681,944,281 
Expenses: 

11 Maintenance of way and structures... 617,111,915 653,201,561 
12 Maintenance of equipment............ 1,024,418,667 1,058,558,504 
13 NE afore bigidr ea scaere'o F-os 0 eine. a ween acres 1,817,484 70,558,922 
14 RUIN, aro sinasice-tued:s-0,6:5:9:6. 0% Haren ow 1,767,289,149 1,924,445,014 
15 Miscellaneous operations .............. 39,806,196 41,509,392 
16 NN aa sa oat rite a. ts are Woe ewe wave ins aan os 130,299,242 140,906,559 
17 Transportation for investment—Cr.... 5,479,136 4,910,596 
18 Railway operating expenses......... 3,645,263,517 3,884,269,356 
19 Net revenue from railway operations.... 935,389,882 797,674,925 
SO TRQUWAY TAK SOCEUAIN, 05.6 occ cccccccciceccis 254,935,753 235,416,521 
21 Uncollectible railway revenues.......... 1,065,847 1,059,469 
22 Railway operating income........... 679,388,282 561,198,935 
23 Equipment rents—Dr. balance........... 49,488,689 45,546,289 
24 Joint facility rent—Dr. balance.......... 15,582,324 16,238,890 
25 Net railway operating income....... 614,317,269 499,413,756 
26 Ratio of expenses to revenues (per cent) 79.58 £2.96 


*Includes $27,232,711, sleeping and parlor car surcharge. 
fIncludes $27,362,471, sleeping and parlor car surcharge. 


TO OPERATE SHORT LINE 
The Wyoming & Missouri River Railway Company has 
applied to the Commission for authority to operate a railroad 
from Aladdin, Wyo., to Belle Fourche, S. D. The line has 18 
miles of track and was recently bought by the applicant. 
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December 23, 1922 


SHORTAGE OF FREIGHT CARS 


“The recent nation-wide revival of business has been met 
and hindered by the most acute shortage of railroad transporta- 
tion in history; this shortage of transportation is felt by farm- 
ers and other shippers in the form of a ‘shortage of cars’ from 
which all have been suffering,” said S. M. Felton, president of 
the Chicago Great Western Railroad. 

“No class of producers is losing more by the inability of 
the railways to handle all the freight offered to them than the 
farmers. The farmers and other people naturally demand an 
explanation of this unfortunate situation. Let those who wish 
to get at the root of the matter consider the following facts: 

“In the seven years ending in 1907 the number of locomo- 
tives on the railways of the United States increased an average 
of 2,500 a year. 

“At just about the end of this period the state and national 
governments adopted a policy of drastic and restrictive regu- 
lation of railroads. Rates were reduced; wages and other rail- 
way expenses increased, and the net return earned by the 
companies rapidly declined. The railway companies became 
unable to increase their facilities and other equipment as they 
had been increasing them before. 

“Therefore, in the seven years ended with 1914, the num- 
ber of locomotives in service on our railways increased only 
1,500 a year. 

“During the next seven-year period, ending with 1921, there 
were three years of restrictive regulation, two years of gov- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words: 6 point type; 
payable ‘in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. 
WORLD, 418 South Market Street, Chicago, Ill. 
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POSITION WANTED—Station agent, three years’ experience with 
large railroad, familiar with accounting, rates all territories, handling 
of claims, routing, etc., desires to locate with industrial concern, in 
traffic department, as assistant manager or rate clerk. LaSalle erad- 
uate. Address R. I. F. 499, Traffic World, Chicago. 


EXPORT 


SALARIES 
$3500 to $7500 


be The need for trained men is great. You 
can quickly train yourself for this 
splendid profession and jump to mag- 
W A N T E D nificent earnings. 


PREPARE NOW 
In your spare hours, in your own home you can master the principles of export 
and qualify for one of these splendid positions. The training is thorough and 


comatats. Send for full information today. Now! AMERICAN COMMERCE 


OCIATION, 4043 Drexel Blvd., Dept. 212-D, Chicago, III. 


EDGAR IMPROVED CAR SEAL 


OLDS MOTOR WORKS, Lansing, Michigan: 
‘“‘We have been very well satisfied with your 
seals and they have proven everything they 
were represented to do. You may rest as- 
sured that you will receive a duplicate order 
as soon as we require more seals.” 


The Edgar Steel Seal & Mfg. Co., Lawrence, Kansas 


WAGG, TEEAS | — THE HEART OF TEXAS~ - 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


Ask for Samples 
and Prices Today 








CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Tayler Street 


Teaming of & Deseri 
ming very eee rey Service and Cartens 
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Reduce Damage Claims 
by nailing your boxes and crates right. Use nails of the 


right size, spaced to suit the kind and thickness of wood 
used. Our pamphlet on nailing tells you how. 
White for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chicago 


It is free. 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 





Fook. CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 


Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 


HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 








ROCHESTER, NEW YORK 
General Storage Carload Distribution 


Members American Warehousemen’s Asseciation and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, IIl. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city 


DEEP WATER AND RAIL CONNECTIONS 
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ernment operation, and two years, 1920 and 1921, when the net 
return earned by the railways was the lowest in history. There- 
fore, in this last seven years the number of locomotives in 
service increased only 275 a year. 

“In the seven years ending with 1907 the number of freight 
cars increased an average of 90,000 a year. In the seven years 
ending with 1914 the number of freight cars increased only 
50,000 a year. In the seven years ending with 1921 the number 
of freight cars increased only 6,000 a year. 

“In other words, within the last seven years: the number of 
locomotives that the railways had for handling their business 
increased only one-ninth as much as in the seven years that 
ended with 1907, and the number of freight cars that they had 
for handling their business increased only one-fifteenth as much 
as in the seven years ending with 1907. There was the same 
decline in the development and increase of all the facilities 
that the railways must use in handling traffic. 

“Meantime, the progress of the country and the demands 
made upon the railways for service continued to increase as 
in previous years. Is it any wonder the railways are now unable 
to handle all the business offered to them, and that in conse- 
quence the farmers and all the other producers of the country 
are suffering heavy losses from shortage of transportation? 
The railways have greatly increased their efficiency of operation. 
If they had not, the shortage of transportation would have been 
very much greater. The railways are doing everything in their 
power to cope with this situation. But the problem is not 
merely one of railroad operation. It is primarily one of gov- 
ernment regulation of railways. The railways cannot go on 
forever increasing the amount of business they handle, while 
government regulation is making it impossible to provide the 
additional locomotives, cars and other facilities required to 
handle increased business. 

“The government rental paid during the war to the railroads 
expired on September 1, 1920. In the two years between that 
date and September 1, 1922, the net return earned by the rail- 
ways of the United States on their valuation as fixed by the 
Interstate Commerce Commission was only 3.56 per cent. The 
railways cannot get the new capital to provide the new loco- 
motives, cars and other facilities unless they are allowed to 
earn a larger net return. 

“The greatest need of the farmers and other producers and 
shippers at present is not lower rates, but more transportation. 
They cannot ship all the products that they produce now. Their 
loss from shortage of transportation is far greater than from 
increased rates. 

“The rates should be reduced as the railways are able to 
reduce their expenses. Railway expenses are not now going 
down. For example, the average price that they have to pay 
for coal, which is one of the largest items in their expenses, 
increased 40 per cent between April and August, 1922. The 
policy of railway regulation which continues to reduce railway 
rates regardless of railway expenses will cause the present 
shortage of transportation to continue to grow more serious and 
to cause increasing losses to farmers and other producers.” 


HELP THE CAR SHORTAGE 


George C. Conn, director of traffic of the Buick Motor Co., 
Flint, Mich., has issued the following bulletin to agents and 
distributors: 


In all parts of the country there is a car shortage as severe as we 
have ever known. This is not confined to automobile cars alone, but 
to all classes of railway equipment. ‘ 

Regardless of causes, every effort should be made by shippers 
and receivers alike to minimize the shortage whenever possible. 

It is estimated that 150,000 freight cars are unloaded every day. 
If 24 hours could be saved on even one-tenth of these, it would give 
15,000 additional cars daily. 

There is just so much equipment and so much motive power— 
much less equipment than in 1920—and yet the railroads of the coun- 
try, for the week ending October 28, loaded within three-fourths of 
one per cent of the peak loading of any week in their history. This 
shows good work. 


Every shipper and consignee can help by the prompt handling 
of cars. 


Keep the automobile cars moving toward Michigan. 


REVENUE TRAFFIC STATISTICS 


Freight revenue totaled $354,408,846 in September as against 
$353,868,027 in September, 1921, and $2,837,274.610 in the nine 
months ended with September as against $2,883,988,738 in the 
same period of 1921, according to statistics compiled by the bu- 
reau of statistics of the Commission from 164 reports repre- 
senting 180 Class 1 roads, exclusive of switching and terminal 
companies. : 

Revenue tons carried totaled 170,025,000 in September as 
against 147,751,000 in September, 1921, and 1,265,918,000 in the 
nine months as against 1,209,433,000 in the same period of 1921. 

Revenue tons carried one mile totaled 31,637,888,000 in Sep- 
tember as against 27,849,436,000 in September, 1921, and 236,605- 
043,000 in the nine months as against 227,612,727,000 in the same 
period of 1921. 


Revenue per ton-mile averaged 11.20 mills in September as 
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against 12.71 mills in September, 1921, and 11.99 mills in the 
nine months as against 12.67 mills in the 1921 period. 

Revenue per ton per road averaged $2.08 in September as 
against $2.40 in September, 1921, and $2.24 in the nine months 
as against $2.38 in the 1921 period. 

Passenger revenue totaled $97,340,083 in September as against 
$101,080,137 in September, 1921, and $801,917,081 for the nine 
months as against $892,692,300 in the same period of 1921. 

Revenue passengers carried totaled 81,184,000 in September 
as against 84,425,000 in September, 1921, and 724,086,000 in the 
nine months as against 792,331,000 in the same period of 1921. 
Revenue per passenger-mile averaged 3.013 cents in September 
as against 3.070 cents in September, 1921, and 3.006 in the nine 
months as against 3.085 in the 1921 period. 


CAR SURPLUS AND SHORTAGE 


A decrease of 21,825 cars in the average daily shortage of 
freight cars was reported for the period November 30-December 
8, as compared with the preceding period, according to the 
report of the car service division of the American Railway Asso- 
ciation. The total was 111,961. The peak of the car shortage 
for 1922 was reached in the period October 23-31, when the total 
was 179,239 cars, the largest in the history of the railroads. 
Thus in a little over a month the shortage has declined 67,278 
cars. 

The average daily surplus in the period November 30-Decem- 
— 8 was 6,657 cars, as compared with 5,595 in the preceding 
period. 

The shortage for the November 30-December 8 period was 
made up as follows: Box, 55,021; auto and furniture, 1,690; 
total box, 56,711; flat, 6,516; gondola, 22,619; hopper, 14,994; 
all coal, 37,613; coke, 394; S. D. stock, 5,047; D. D. stock, 192; 
refrigerator, 5,188; miscellaneous, 300; total, 111,961. 

The surplus was made up as follows: Box, 880; ventilated 
box, 12; auto and furniture, 3; total box, 895; flat, 847; gondola, 
893; hopper, 1,459; all coal, 2,352; coke, 3; S. D. stock, 147; 


D. D. stock, 260; refrigerator, 237; tank, 245; miscellaneous, 
1,671; total, 6,657. 


- LOCATION OF CARS 


The per cent of home cars on home roads was 47 per cent 
as of December 1, according to a summary issued by the car 
service division of the American Railway Association. By classes 
of equipment the percentages were as follows: Box, 33.6; re- 
frigerator, 52.3; gondola, 56; stock, 61.3; flat, 62.7. The per- 
centages were considerably lower than those which prevailed 
= recent months and indicate that many cars are off the home 
ines. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of December 1 shows the following: LEast- 
ern district, 104.8 as against 98.5 a year ago; Allegheny district, 
102.6 as against 98.4 a year ago; Pocahontas district, 90.1 against 
91.9 a year ago; Southern district, 97.3 against 97.1 a year ago; 
Western district, 94.8 as against 98.8 a year ago; all districts, 
99.1 as against 98.1 a year ago; Canadian lines, 90.4 as against 
94.4 a year ago; Mexican roads, 105.2 (ne figure for last year). 


CONDITION OF CARS 


The number of freight cars in need of repairs on American 
railroads continues steadily to decrease, according to the car 
service division of the American Railway Association. 

On December 1, 226,288 freight cars, or 9.9 percent of the 
cars on line were in need of repairs. This was a decrease of 
9,372 cars since November 15, at which time there were 235,660 
cars, or 10.4 percent. 

Cars in need of heavy repairs totaled 176,006 compared with 
187,596 on November 15, or a reduction of 11,590. Cars in need 
of light repairs numbered 50,282, which was an increase, how- 
ever, of 2,218 within the same period. On December 1 last year, 
320,292 cars, or 14 per cent of the total number on line were in 
need of repairs. Since July 1 last, the date on which the strike 
of railway shopmen began, there has been a reduction of 98,289 
cars in the number in need of repairs. 


CONDITION OF LOCOMOTIVES 


From November 15 to December 1, the railroads repaired 
and turned out of their shops 13,484 locomotives. This was 
within 6 of the greatest number repaired in any semi-monthly 
period in approximately the last two years, according to re- 
ports received by the car service division of the American 
Railway Association. This also exceeded by 1,345 the number 
turned out of the shops during the first half of November 
this year. 

Locomotives in need of repair on December 1 totalled 
18,009 or 27.9 per cent of the number on line. This was a de- 


crease of 347 compared with the total number on November 
15, at which time there were 18,356 or 28.5 per cent. 

Of the total number on December 1, 14,450 were in need 
of heavy repairs, a decrease since November 15 of 670 loco- 


in need of 


motives. Reports also showed 3.559 locomotives 
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FREE BOOKLET 
It describes facilities which make 


ST. LOUIS 
The Strategic Gateway 


Between East and West 





It is to the interest of your 
business that you ‘make a 
comparison of gateways be- 
fore routing your shipments. 





Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 







The most complete system of modern 
freight handling facilities in America 







operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 






Unexcelled facilities for handling 
pool cars, storage and forwarding 
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Albuquerque 


Texarkana § 


Port Houston has completed the following new 
facilities: 












The new Manchester Wharf, 500 feet long, with 
transit shed 180x480: feet connected with carrier house 
with 500,000 bushel grain elevator. The grain loading 
chutes on the wharf were finished October 6, 1922, and 
since that date the following seventeen vessels have 
taken on or discharged cargoes at this wharf: 



























Saccarappa Colorado Springs 
Steadfast Mt. Evans 
Cripple Creek Alexandra 

Marte Gaffney 
Glendaurel City of Fairbury 
Westland Else Hugo Stinnes 
Oberschlesien Abercos 

West Durfee Paraguay 

Jeff Davis 





An electric slat conveyor with a capacity of 100 
tons per hour, connecting one wharf with concrete 
warehouse of 201,203 square feet of storage space, has 
been completed. 


Among the large cargoes handled by this conveyor 
was 38,000 sacks of coffee from Brazil. 


A fuel oil bunkering station is now in operation. 
Bunkers and cargo can be taken at the same time 
without shifting the ships. 


A coal bunkering plant with a capacity of 150 tons 
per hour, storage 55,000 tons, has been completed and 
is now in operation. 


All wharves at Port Houston are modern and of the 


best fireproof construction and equipped to handle 
cargoes rapidly. 


Seventeen railroads give first class service. 
Address inquiries to the 


DIRECTOR OF THE PORT 
COURT HOUSE HOUSTON, TEXAS 
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light repairs which was an increase, however, of 323 within 
the same period. Serviceable locomotives on December 1 
totalled 46,525. This was an increase of 424 over the number 
serviceable on November 15. 


COMMODITY STATISTICS 


While the number of tons of all freight originated in the 
quarter ended September 30 was 6.6 per cent greater than the 
number for the same period in 1921, a decrease of 11.86 per 
cent was reported for products of agriculture, according to a 
summary of freight commodity statistics of class I roads for 
the quarter ended September 30 prepared by the bureau of 
statistics of the Commission. A decrease of 7-10 per cent was 
reported for products of mines and a decrease of 1.02 per cent 
for merchandise, L. C. L., as compared with the 1921 quarter. 

Increases of 30.19 per cent and 34.08 per cent were reported 
for products of forests, and manufactures and miscellaneous, 
respectively. 

A comparison, by general classes of commodities, of the ton- 
nage transported in 1921 and 1922, follows: 


NUMBER OF TONS ORIGINATED. 








Quarter Quarter Per ct. 
ended ended _inc., 1922 
Class of commodities. Sept. 30, 1921. Sept. 30,1922. over 192). 
Products of agriculture ......... 31,920,709 28,135,979 *11.856 
Animals and products ........... 5,919,002 6,473,191 9.36 
Products of mines ......-.eccee- 139,807,662 138,830,945 <0 
Products of forests .........++.. 17,312,655 22,539,851 30.19 
Manufactures and miscellaneous 46,208,214 61,955,035 34.08 
Merchandise—All L. C. L. traffic 11,133,525 11,020,382 * 1.02 
ML. ddetetiecideukaecesds sed 252,301,767 268,955,383 6.60 
TOTAL TONS CARRIED. 
Quarter Quarter Per ct. 
ended ended _inc., 1922 
Class of commodities. Sept. 30,1921. Sept. 30, 1922. over 1921. 
Products of agriculture.......... 59,612,632 52,584,337 *11.79 
Animals and products .......... 0,378,917 11,015,159 6.13 
Products of mineS........ccceoee 233,031,729 227,565,940 * 2.35 
DIPOUESCE Gl TOPOBEB. 200.0 cccuceces 33,845,769 42,429,882 25.36 
Manufactures and miscellaneous 87,585,753 116,425,428 32.93 
Merchandise—All L, C. L. traffic 17,425,904 17,879,418 2.60 
MEE “Wcuscee pisieceteceatouse 441,880,704 467,900,164 5.89 
*Decrease. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended December 9 
totaled 919,628 cars, which exceeded the loading in the cor- 
responding weeks of 1921 and 1920 of 741,341 and 837,953 cars, 
according to the weekly statement of the car service division 
of the American Railway Association. The loading in the pre- 
ceding week this year was 845,219 cars, the decrease being due 
to observance of Thanksgiving Day. 


The loading by districts for the week ended December 9. 


and the corresponding week of 1921 follows: 

‘Eastern district: Grain and grain products, 10,953 and 
9,822; live stock, 4,358 and 3,998; coal, 59,851 and 41,390; coke, 
2,496 and 1,632; forest products, 6,491 and 5,134; ore, 1,469 and 
1,241; merchandise, L. C. L., 64,752 and 63,769; miscellaneous, 
82,720 and 60,929; total, 1922, 233,090; 1921, 187,915; 1920, 205,- 
265. 

Allegheny district: Grain and grain products, 3,563 and 
3,271; live stock, 3,606 and 3,976; coal, 56,317 and 41,014; coke, 
6,665 and 3,401; forest products, 3,506 and 2,663; ore, 3,308 and 
2,422; merchandise, L. C. L., 46,702 and 45,182; miscellaneous, 
74,049 and 50,571; total, 1922, 197,716; 1921, 152,500; 1920, 185,- 
445. 

Pocahontas district: Grain and grain products, 242 and 264; 
live stock, 119 and 160; coal, 20,204 and 15,151; coke, 621 and 
171; forest products, 1,512 and 1,249; ore, 140 and 21; mer- 
chandise, L. C. L., 5,961 and 5,803; miscellaneous, 3,140 and 
3,110; total, 1922, 31,939; 1921, 25,929; 1920, 33,583. 

Southern district: Grain and grain products, 3,917 and 
3,577; live stock, 2,287 and 2,019; coal, 22,415 and 15,262; coke, 
1,224 and 478; forest products, 22,831 and 16,560; ore, 1,195 
and 531; merchandise, L. C. L., 38,564 and 37,958; miscellaneous, 
42,000 and 35,494; total, 1922, 134,433; 1921, 111,879; 1920, 126,524. 

Northwestern district: Grain and grain products, 17,160 
and 13,947; live stock, 10,532 and 8,582; coal, 10,835 and 7,125; 
coke, 1,608 and 730; forest products, 14,009 and 12,083; ore, 847 
and 333; merchandise, L. C. L., 25,802 and 26,650; miscellaneous, 
32,024 and 24,727; total, 1922, 112,817; 1921, 94,177; 1920, 99,001. 

Central Western District: Grain and grain products, 14,578 
and 13,157; live stock, 13,884 and 10,194; coal, 25,118 and 15,274; 
coke, 291 and 164; forest products, 6,924 and 5,179; ore, 2,426 
and 714; merchandise, L. C. L., 31,436 and 30,877; miscellaneous, 
47,514 and 34,429; total, 1922, 142,171; 1921, 109,988; 1920, 122,- 
725. 

Southwestern district: Grain and grain products, 5,195 and 
4,475; live stock, 3,384 and 2,633; coal, 5,765 and 2,999; coke, 
146 and 95; forest products, 7,922 and 6,606; ore, 494 and 722; 
merchandise, L. C. L., 15,175 and 16,182; miscellaneous, 29,581 
and 25,241; total, 1922, 67,662; 1921, 58,953; 1920, 65,400. 
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Total, all roads: Grain and grain products, 55,608 and 48,- 
513; live stock, 36,170 and 31,562; coal, 200,505 and 138,215; 
coke, 13,051 and 6,671; forest products, 63,195 and 49,474; ore, 
9,879 and 5,984; merchandise, L. C. L., 228,892 and 226,421; mis- 
cellaneous, 311,028 and 234,501; total, 1922, 919,828; 1921, 741,- 
341; 1920, 837,953. 


LUMBER SHIPMENTS GAIN 


The lumber industry reports further curtailment of produc- 
tion for last week, but the facilitation of shipments has resulted 
in a larger volume of shipments and is presumably reflected in 
the still larger increase in new orders. Yet the decline in pro- 
duction is so slight as to represent a lesser margin than is ac- 
countable for by lack of reports from California white and sugar 
pine mills and the climatically enforced shutting down of some 
mills in the northern regions. Only 377 mills are in the report- 
ing list of the National Lumber Manufacturers’ Association, as 
compared with a revised number of 403 for the preceding week. 

With production lagging a little on the whole, it is not 
surprising, says that association in its weekly trade bulletin, to 
find that for all the reporting mills of the various regional soft- 
wood assogiations shipments are 102 per cent and orders 101 
per cent of production. In southern pine territory, which has 
partially broken the transportation impasse, shipments are 2 
per cent and orders 9 per cent more than production, though 
there was a slight increase in the last item. The West Coast 
mills seem to have improved their commercial position, too, as 
compared with recent weeks. While they, too, have a moderate 
increase of production, their shipments have risen to 99 per 
cent of production, as compared with 80 per cent for the pre- 
ceding week; and orders on the same basis have risen from 80 
per cent to 90. 

For the 351 mills of those reporting that have a normal 
production figure for the week—it being 220,993,177 feet— ac- 
tual production was 91 per cent, shipments 91 per cent and 
orders 90 per cent of normal production. 

The North Carolina Pine Association reports that its mem- 
ber mills find a shortage of labor, and that the holiday spirit 
among the colored laborers will adversely affect production from 
December 20 to January 10. In this territory—North and South 
Carolina and parts of Georgia and Alabama—the car supply is 
reported to be much improved, and up to 75 per cent of require- 
ments. These mills find that while the demand for housebuild- 
ing lumber has fallen off “railroad requirements have more than 
taken up the slack.” 

The statistics of the three factors in the lumber movement 
for the week ending December 9th are as follows: 


Corresponding Pre- 

: Last week. week, 1921. ceding week. 

RN iL aielutnem saints ble Aouce eee 377 373 *403 

EVGQUCUON: ...000cccsecenees 207,177,046 176,554,176 214,299,916 

Sea ee eenree 211,367,984 155,405,188 199,993,649 

Orders ......cccccececcscees 209,666,470 146,953,064 195,214,701 
*Revised. 


It will be noticed that production, shipments and orders 
for the past week, especially the last two factors, are very much 
larger than for the corresponding week of 1921. 


INTERLOCKING DIRECTORATES, ETC. 


Alfred G. B. Steel was authorized to hold the position of 
director of the North Pennsylvania Railroad Company and the 
East Broad Top Railroad & Coal Company in addition to posi- 
tions previously authorized. 

S. E. Cotter and J. E. Taussig have each been authorized 
by the Commission to hold the position of president, vice presi- 
dent and director of the Fort Wayne Union Railway Company in 
addition to numerous offices previously authorized. 

The Commission has authorized George Kefer to hold the 
position of purchasing agent of the Long Island Railroad Com- 
pany and New York, Brooklyn & Manhatten Beach Railway 
Company and also a directorship with the Pennsylvania Rail- 
road Company and numerous smaller roads and connections. 

George F. May has been authorized to hold the office of 
director with the Coal & Coke Railway Company’ and Indiana 
Creek & Northern Railway Company in addition to a director- 
ship with the Baltimore & Ohio Railroad Company and numerous 
other roads. 

In addition to positions previously authorized, Leonard O. 
Williams was authorized to hold the positions of assistant secre- 
tary and assistant treasurer of the Paris & Great Northern. 

Robert T. Russell was permitted to hold the position of vice- 
president of the Bessemer & Lake Erie in addition to positions 
previously authorized. 

The Commission has permitted Frank H. Hamilton to hold 
various positions with the Brownwood North & South Railway, 
Paris & Great Northern, and other roads, in addition to posi- 
tions previously authorized. ; 

Benjamin T. Wood was authorized to hold the position of 
vice-president of the St. Louis, San Francisco & Texas Railway 
and the Kansas City & Memphis Railway & Bridge Company, 
in addition to positions previously authorized. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 











Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 






Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 






We are the connecting link between 
American railways and the Mexican rail- 
ways. 














Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 

Our own warehouses in Laredo, Texas, 
and Mexico City. 























We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 






















Now operating our own special trains 
throughout the Republic: of Mexico 
and can assure prompt and efficient 
service throughout. 













HAL L. BRENNAN S. E. LEONARD 

























Managing Agents for 
American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICES 


- To Los Angeles, San Francisco, Portland, Seattle, 
Tacoma 
NEW YORK—THURSDAYS PABOSTON—SATURDAYS ~ 


meat ~ ’ ar} DAROTAN ID 


OHIOAN ............Jan. 18 OHIOAN ............ 


eee eeeeesee 








oO dies L' 
ORLEANS ........... c. 23 AMERICAN ......... Dec. 23 
AMERICAN ......... aon. 30 A STEAMER ......... Jan. 6 
DAKOTAN .......... Jan. 6 HAWAIIAN ......... Jan. 20 
AGWISTAR ......... Jan. 13 OREGONIAN ........ Feb. 3 
CHARLESTON SAVANNAH 
SUDBURY .......... Jan. 6 SUDBURY ........... Jan. 10 
IPSWICH ............ . 6 IPSWICH .........6.. 





eovesee ee PRM. GY WUSFRURR seeseesees 









PACIFIC COAST TO EUROPE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fortnightly Sailings 












Joint Services with 
Ham burg-American Line 


NEW YORK TO HAMBURG 


ok rere rrr Dec. 28 
BB. SHORE CARROLL. 20sec svcccecccccccvccscccoess Jan. 4 
8.8. + SE (Giisaliniaic Monies bic sive einieeinaeeeaehweaine eas eae Jan. 11 
NM A ly rrr rer ie Jan. 18 
8.8 SE iieeN eh O46eWee <eewCbuied Comes aohiobentae Jan. 25 
A SRE EE oc 000008 000000 006000 ssbecscocenee Feb. 1 
8.8. en pacin cid ah ohm maulsiatipin ames seb ee Feb. 8 


Carries rd-class passengers. 
¢ Cabin po ge passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 


8.8. NEVADAN (via Baltimore and Norfolk).......... Jan. 5 
8.S. EMDEN (via Baltimore and Norfolk)............. Jan. 20 


BOSTON TO BREMEN AND HAMBURG 
8.S. BRASILIA (via Baltimore and Norfolk)........... Feb. 3 


apr gar TO BREMEN AND HAMBURG 





eeeereereseseseseeeseeee 
eee eee ereeseseeseeeesees 
seer reer eee reeeeseeeseeeees 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
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SOTHO SHEETS EHH HEHEHE HH EEE HEHEHE EES 


NEW ORLEANS TO BREMEN AND HAMBURG 


8.8. SCHWARZWALD .......c.eccesees First Half of January 

S.S. SACHSENWALD ..........+-000. Second Half of January 

Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 












General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN gy oni OFFICE: 
CHICAGO, 327 South LaSalle Street...... Phone Wabash 4891 
BRANCH OFFI erace: 
BALTIMORE, Maryland Saaeatty Tower ee whe Plaza po 






eeeeeeeereseee 










ND. 
PHILADELP Bourse Bidg.......... rd 
PITTSBURGH, Oliver Bldg............++++ Phone Grant 7431-2 
ROCHESTER, Commerce Bidg........... wee Phone Main 7150 
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GENERAL eActTTe ¢ baw | AGENTS: 
SAN FRANCISCO..Williams, Dimond & Co., 310 Sansome St. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to an: ay question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer ye nee ee Aes practical traffic 

biems. We do not desire to take the place of traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
¢ or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this ment any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
rituation too complex for the kind of investigation herein contemplated. 
pv al Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


* ° 


Less Carload vs. Carload Rates on Carload Shipments—Applica- 
tion of Rule 15, Consolidated Classification 


Ohio.—Question: With reference to answer to “Alabama,” 
page 1125, Traffic World of May 20th, it is not absolutely clear 
but that Rule 15, Section 1, will permit the application of less 
carload rates on a car fully loaded, even though the shipment 
was tendered and accepted as a carload. The intention of the 
rule may be more clearly understood by referring to the old 
Official Classification No. 44, Rule 11, which was consolidated 
with the Western and Southern rules into the present Rule 15. 
Part of the rule reads as follows: “Nor will the charge for a 
full carload when loaded by the shipper (or when loaded by car- 
rier when carload rate includes the loading of carload freight by 
carriers) be greater at carload rate and minimum weight than 
on the basis of less-carload rate and actual or estimated weight.” 

Answer: We have set forth in detail our interpretation of 
section 1, rule 15, Consolidated Freight Classification, on pages 
156, January 21, 504, March 4, and 900, April 22, 1922, issues of 
The Traffic World. Rule 11 of Official Classification No. 44 
clearly provided for less-carload rates as maximum on carload 
shipments. Rule 18 of the Western and the same rule of the 
Southern Classification, of which rule 15 is a replica, word for 
word, made no such provision. The principle of the Official 
Classification was not contained in rule 15 of the Consolidated 
Classification, for the latter follows the Western and Southern 
Classification rules. 

We might add, however, that since the above mentioned 
articles were written, the Commission, on July, .27,last, handed 
down its opinion in Rockwood Sprinkler Company vs. Director- 
General, 73 I. C. C. 277, covering two carload shipments of 
pipe and fittings. On one shipment a carload fifth class rate 
of 95 cents, minimum 36,000 pouhds, and a less-carload com- 
modity rate of 85 cents, were available. The carload class rate 
was assessed. Citing rule 18 of the Western Classification, the 
Commission held (without any discussion of the proper inter- 
pretation of rule 18) the shipment was overcharged 10 cents 
per 100 pounds. 

The interpretation of the rule, however, was not an issue 
of the complaint, and, from the way the report reads, the Com- 
mission has applied the rule arbitrarily without even consid- 
ering there might be an element of doubt as to its proper 
application. If interpretation of the rule itself had been at 


issue, we believe the Commission’s decision would have been 
different. 


Transit Privileges—Through Rate in Effect Date of Movement 
from Point of Origin Applicable 


Minnesota.—Question: Please refer to your answer to “Min- 
nesota” in issue of Traffic World of August 19, in which you 
state: “The fact that there is no through rate from point of 
origin to final destination does not affect the general rule that 
the through rate (a combination rate in the absence of a joint 
through rate) from point of origin to final destination in effect 
at the time the shipment leaves point of origin is the rate to 
apply on a shipment fabricated in transit, etc.” 

As the question was first put, it was purely hypothetical, 
but the actual situation, as our investigation now discloses, is 
that at the time steel left Chicago for Minneapolis to be fab- 
ricated, the railroad to the ultimate destination had not been 
constructed. In other words, during the time we were fabricat- 
ing the steel, the contractors were constructing the railroad 
which was to serve the plant we were building. This road 
was completed and rates were published about three months 
before steel moved forward from the fabricating plant, and 
about one month before the August 26 increase, but almost 
six months after the dates of the bills covering the inbound 
movements of the steel to the fabricating plant, which we 
surrendered in order to get the balance of the through rate. 

Our query is, When there is no through rate in effect at 
the time the steel leaves point of origin, what rate should be 
used = figuring the balance when steel leaves the fabricating 
plant? 

Answer: We do not locate a case in point, but we would 
call your attention to the fact that tariffs which hold out transit 
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privileges to shippers and which provide for protection of 
through rates from points of origin through transit points to 
final destinations, are limited in their scope to whatever rates 
the carriers may have published, and in effect at the time ship- 
ments leave point of origin. The whole spirit of “transit” in 
the sense here used means a “suspended movement” or “sus- 
pension of a through movement.” On a through movement 
(without transit), the through rate from origin to destination in 
effect when shipment leaves point of origin naturally controls 
that shipment, but it must be remembered that that shipment 
was consigned to a duly established point of destination to 
which a rate was published and in effect, otherwise the carrier 
would not issue a bill of lading contracting to transport to 
that destination which had not been established and to which 
there was no published rate. 

The situation is no different in the case of transit ship- 
ments, for, so far as rates are concerned, they are not in prin- 
ciple different from through-billed shipments. 

Transit privileges are applicable only where there is a 
through rate in connection with which they may be applied, 
and that rate must be available when the raw material first 
commences transportation from point of origin. If no rate 
was published to the established destination when shipment 
left origin, no transit was published on shipments leaving point 
of origin at that time and later consigned from the stopping 
point to the new destination after same has become duly estab- 
lished and provided with a rate. 

As we view the situation, therefore, your shipment was not 
subject to transit privileges. This was a new shipment origi- 
nating at Minneapolis, so far as the element of transit is con- 
cerned. 

Distribution of Cars 

Ohio.—Question: Will you please give me the correct in- 
formation regarding the placing of cars? 

For instance, I have nine hay shippers who have ordered 
hay cars at various times in quantities of five to ten cars each, 
and all are prepared to load these cars as soon as placed, but 
we are unable to supply enough for any one man to load his 
full order at one time. 

In other words, we receive these hay cars in bunches of 
two and three. Should I give the first two or three to the 
first man on.my books and then, when I get in two or three 
more, give them to the next man as shown on the books, and 
so on, down the line until each man has had two or three cars 
regardless of what cars they have placed an order for, or should 
I take the first man on the books and keep giving him cars 
until his order has been completed, then take the next man 
and handle his order in the same manner? Please advise 
which way will comply with the Interstate Commerce Commis- 
sion ruling. : 

Answer: The individual carriers have their own operating 
rules which govern the distribution of cars, although the Inter- 
state Commerce Commission has prescribed rules governing 
the ‘distribution of cars for coal and grain and possibly other 
commodities. Necessarily, therefore, the agents of any par- 
ticular carrier must be governed by the rules established by 
the operating officials of that line. We, therefore, cannot advise 
you definitely what rules you should observe, for the reason 
that the particular rules which one carrier may observe may 
not be in accordance with the rules of another carrier. 

In general, however, certain carriers distribute proportion- 
ately to shippers the cars available for loading on a certain 
day in accordance with orders placed for empty cars for that 
day, and in the event that the available supply of empty cars 
for loading does not equal the number for which orders have 
been placed for that day. it is the practice of those carriers 
to carry forward to the next and succeeding days the orders 
of such a shipper or shippers until such shippers have been 
furnished with the number of cars originally ordered, in pref- 
erence to supplying cars to shippers whose orders were filed 
supsequently. 

In Farmers Elevator Co. vs. C. M. & St. P., 47 I. C. C. 475, 
followed in Farmers Elevator Co. vs. C. R. I. & P., 64 I. C. C. 
730, and Tanner & Co. vs. C. B. & Q., 53 I. C. C. 401, the Com- 
mission prescribed rules for the distribution of cars for grain 
loading and it has also prescribed rules for the distribution of 
ears for loading coal but, so far as we are aware, the Com- 
mission has not prescribed uniform rules to govern the dis- 
tribution of cars for loading of commodities in general. 

However, the duty is upon a carrier to furnish transporta- 
tion upon reasonable request therefor, and not to unjustly 
discriminate as between shippers in the distribution of cars. 
This duty, however, the Commission says, in Wausau Southern 
Lumber Co. vs. G. & S. I. R. R.; 64 I. C. C. 732, only applies when 
the commodity tendered for shipment is actually on hand and 
conveniently located for prompt loading. 

Liability of Consignor for Payment of Freight Charges 

Kansas.—Question: About eighteen months ago, before the 
new bills of lading had been in effect, we shipped a car of feed 
from our mill at Claflin, Kan., on a shipper’s order bill of lading, 
consigned to our order, notify “A’ Company at Wichita, Kan. 
We drew demand draft with bill of lading attached ‘on the “A” 
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Break-Bulkat Cincinnati 


USE US TO: 


FORWARD BREAK-BULK SHIPMENTS 
MAKE LOCAL DIST. RIBUTION 
COLLECT DRAFTS 

HANDLE POOL CARS 

ADVANCE ON WAREHOUSE RECEIPTS 


We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF, STORAGE 
INCINNATTI, O. 





INLAND MARINE CORPORATION 


Provides 
Low All-Water Freight Rates 
The New York State Barge Canal Route 
New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Cleveland, Ohio Duluth, Minn. St. Paul, Minn. 
Chicago, Ill. Minneapolis, Minn. St. Louis, Mo. 


and 
Points in the Same Rate Territories 


COMPANY’S weer-v 

NEW YORK CITY, 15 Moore 
ALO, N. Y., 522 Elli 

MINNEAPOLIS, 20 Builders’ E 






SEATTLE 


ay Three Warehouses 
‘ 100,000 Square Feet of Floor Space 


Complete storage and distribu- 
tion facilities. Low insurance 
rates. Buildings served by 
all rail lines. Within one mile 
radius of local freight sheds 
and wholesale district. 


«Bight Reasons Why. $To Qo Madras co. 


You'll Be Satisfied.” 


Mi a! 
pitsey 


Detter Warehousemen 
9. € Ql ex1tru <e 





ee MEDITERRANEAN REGULAR 


Bee REICH T 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, SPAIN 
GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of S benny Morocco, 
ia » Fa, Cette, ie and 
SOCIETE LES AFFRETEU RS REUNIS 
CHICAGO AGENT: 
M. E. Kienappel, 112 W. Adams St. 


PHILADELPHIA AGENT: THREE STAR LINE, INc. 


Weseoherg & Co, 305 Walnat SPE Eee eas a Reet ee 
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The Power in Volume 


The total volume of our bookings is so great that 
we are enabled to offer our clients impartially the 
lowest freight and insurance rates obtainable. 

Your shipment—from a case to a cargo—can 
secure this advantage—if you ship through Andrews. 


Established 1884 


D. C. ANDREWS & CO., Inc. 
27-29 Water Street, New York 


Boston Office Philadelphia Office 
92 State Street 788 Drexel Building 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 
Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 






NAWSCO LINES 


recur INTERCOASTAL | sarvice 


PORTLAND NEW YORK 
BOSTON BALTIMORE 
PHILADELPHIA 


and 


LOS ANGELES PORTLAND 
SAN DIEGO ASTORIA 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 


VANCOUVER 


NORTH ATLANTIC AND WESTERN S. 5. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 





1369 












1370 


Company of Wichita. This company paid our draft and got 
possession of the bill of lading, so we received our money from 
the “A” Company all right. However, it seems that the “A” 
Company did not unload this feed, but it was unloaded by the 
“B” Company at Wichita. We do not know if the “A” Company 
resold the car to the “B”’ Company, or if they just issued an 
order to the railroad agent to allow the “B” Company to unload 
this feed from this car. From advice which we have, the “B” 
Company presented an unloading order. This unloading order 
was evidently given them by the “A” Company of Wichita. At 
any rate, the “B” Company unloaded this car of feed. About 
ten days to two weeks after the “B” Company unloaded this 
car of feed, the railroad agent at Wichita presented the “B” 
Company with the freight bill in an endeavor to collect the 
freight charges on this car. However, the “B” Company could 
not pay it, as they were bankrupt and the railroad is now coming 
back on our Claflin mill for the freight charges. Do we have 
to pay them? 

Answer: The consignor with whom the contract of ship- 
ment is made is primarily liable for the payment of the freight 
charges, whether he is the owner of the goods or not. A con- 
tract to pay freight is to be implied from the mere fact that 
the consignor has placed the goods with the carrier for the 
purpose of being carried to their destination. This liability is 
discharged only by full payment by the consignor or consignee. 
Acceptance by the consignee, although accompanied by an under- 
taking to pay the charges, does not, it has been said, discharge 
the consignor from liability to the carrier; the two contracts 
are held to be independent, and not inconsistent one with the 
other. So the liability of the consignor for freight is not affected 
by the fact that the consignee was under bond to the terminal 
carrier to pay the freight, nor by the fact that the consignee 
reconsigned the goods after sale, and after delivery to the car- 
rier by the consignor. The carrier may even waive its lien on 
the goods by delivering them to the consignee and still hold the 
consignor liable on the contract of shipment Even though the 
bill of lading provides for delivery of the goods to the consignee 
on his paying freight, the consignor remains liable on the con- 
tract. However, it may be shown by parol that it was under- 
stood between the parties that the freight should be paid by the 
consignee or another. 

Numerous. decisions of the courts of practically all of the 
states of the’ Union support the statement on this subject given 
above. We are, therefore, of the opinion that should the carrier 
bring suit for the undercharges on the shipments in question, 
you, as the consignor, would have but little chance of success- 
fully defending an action for the amounts sued for. 

It will be seen from the above that, regardless of what dis- 
position was made of the shipment at destination, so long as 
the carrier completed its part of the shipping contract, it may 
hold either the consignor or tonsignee for its lawful charges. 
If you had a contract with the “A” Company wherein “A” Com- 
pany agreed to pay the charges, you have an action at law 
against him for damages in the amount of the freight charges 
you are compelled under the law to pay to the carrier. 

Tariff Interpretation: Guide Book Basis Versus Intermediate 


Application of Rates 

Maryland.—Question: I observe your answer in December 
2 issue of The Traffic World, page 1210, to my inquiry concern- 
ing interpretation of intermediate clause in Agent Kelly’s I. C. C. 
No. 848. 

It is my view that the language of the intermediate clause 
where it states “except as otherwise provided therein (in the 
tariff) or in eastbound basing books enumerated in item 20,” 
refers to any rates that are carried in the tariff to specific des- 
tinations that are specifically exempted from the operation of 
the intermediate clause by reference mark appearing against 
the rate. Considerable color is given to this view by observing 
that item 172 contains certain roads in the exceptions thereto 
wherein the intermediate clause does not apply. Further, if 
you will refer to B. & O. Railroad Eastbound Guide Book, where 
basis for rates is laid down to such points as Lynchburg, Orange 
and Charlottesville, on the Southern Railway, you will observe 
that reference is carried that said basis will not apply to inter- 
mediate points. 

Practically all local tariffs of individual lines carry an inter- 
mediate clause, prefaced by the words “except as otherwise pro- 
vided herein.” It is well understood from a tariff compiler’s 
point of view that this proviso is intended to operate in such 
a way as to take care of any instances where fourth section 
relief may be granted and it is not desired to extend the ap- 
plication of such rates to intermediate points. 

Again, if your interpretation of this case is correct, we 
would have a fourth section violation, because a higher specific 
rate is published in Kelly’s I. C. C. No. 848 to the point on the 
near side of the intermediate destination. 

Answer: It should not be overlooked that the intermediate 
application of Kelly’s I. C. C. 848 is subjected to two conditions, 
both of which must be met before the intermediate basis may be 
employed. These conditions are, “except as otherwise provided 
herein” and “(except as provided) in the eastbound basing books 
enumerated in item 20.” If the intermediate point is barred 
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from benefit of the intermediate application by some exception 
coming under that condition “except as otherwise provided 
herein,” or if it is barred from the intermediate application 
under the condition, “except as provided in the eastbound bas- 
ing books,” it is clear to us the intermediate rule has no appli- 
cation to that intermediate station. 

In this case the intermediate rule is made subordinate to 
any exceptions to the contrary in the tariff itself, and is, like- 
wise, subordinated to any rate basis provided for the interme- 
diate station by the basing book. If we could transfer the rate 


basis from the basing book.to Kelly’s I. C. C. 848, at the same 
time making no changes in the intermediate rule, we would 


not be able to use the latter because the intermediate point would 

be named and as taking a basing point rate. The effect of the 

basing book is, to this extent, no different than if its provisions 

were published in Kelly’s I. C. C. 848. 

The fact that this interpretation, if correct, would reveal 
fourth section violations is immaterial. These may be found in 
nearly all tariffs. 
Misrouting: Carrier Not Liable for Excess Charges Caused by 

Failure of Shipper to Properly Designate Terminal Delivery 

Desired 

Maryland.—Question: The agent of the Baltimore & Ohio 
Railroad at Washington, D. C., is offered a carload shipment 
for Kittanning, Pa., specifying Maple Road Siding delivery, not 
indicating what railroad would effect such delivery. The agent 
at Washington did not endeavor to ascertain on whose tracks 
siding was located, nor was it clear whether this was a private 
siding delivery or just a certain local name for a particular 
team track siding at Kittanning. The car was billed out for 
Pittsburgh & Shawmut Railroad delivery and on arrival of 
car at Kittanning it was found that the consignee had the priv- 
ilege of paying additional charges and forward car to Pennsyl- 
vania Railroad tracks or to haul from Pittsburgh & Shawmut 
Railroad tracks. There is no such place as Maple Hill Siding 
shown in Pennsylvania Railroad G. O. I. C. C. No. 10000. 

It is my view that there was no obligation on the part of 
the forwarding agent to ascertain what routing would effect 
Maple Hill Siding delivery, because on the face of it this would 
naturally be considered as some local designation for a partic- 
ular delivering point on the carriers’ team tracks. 

If this interpretation is accepted, it occurs to me that there 
is no responsibility resting with originating agent to recognize 
any designation as to team track delivery unless such is speci- 
fied by the name of the delivering railroad. 

Answer: While the receiving agent at point of origin should 
have questioned the terminal delivery designated on the bill 
of lading as being inadequate, since there was nothing in it to 
put the agent on notice as to what road could accomplish the 
delivery desired, it does not follow that because the shipper 
failed to properly designate delivery desired, that there was a 
legal duty on the carrier to see that it was properly designated. 
The carrier was bound under its contract to make merely Kit- 
tanning delivery via the cheapest route consistent with the bill 
of lading instructions, and, having done this, the carrier’s duty 
was discharged. Curtiss & Yale Company vs. C. & N. W., 47 
I. C. C. 12; Ohio Iron & Metal Company vs. C. M. & St. P., 28 
I. C. C. 702. 

Combination Rates—Rate Applicable When Tariff Containing 
Combination Rule Is Not Referred to in One Tariff Contain- 
ing Factor of Combination 
Maryland.—Question: With reference to article appearing 

on page 978 of November 4 issue of The Traffic World, in an- 

swer to “Tennessee,” relative to construction of through rates 
in accordance with rules and regulations of Agent Kelly’s Com- 
bination Tariff, US-1. 

I have read the decision of the Commission in Docket 11154, 
but, in my view, the so-called combination rule as published in 
the Santa Fe tariff referred to, could not be considered as analo- 
gous to the rules and regulations as set forth in I. C. C. US-1, 
particularly bearing in mind that the latter issue under “Appli- 
cation of Tariff’ reads in part as follows: 


Except as otherwise indicated herein and where specific reference 
hereto is made in tariffs. 


’ 

Answer: You are correct in stating that Kelly’s I. C. C. 
US-1 contains the clause you mention, but as published in the 
original tariff it reads as follows: 

We take the above to mean that if a tariff of one line makes 
reference to Kelly’s combination tariff, that combination rule 
will apply in connection with all other rates coming in contact 
(in figuring combinations) with that rate which was specifically 
made subject to the Kelly tariff, in the same manner as the 
Santa Fe rule was held good when connected up with any other 
rate in the United States with which its rates come in contact. 
The Santa Fe tariff did not make reference to the rule, as tariffs 
now make reference to Kelly’s rule, because the Santa Fe tariff 
carried its own rule. We could apply the clause in the Kelly 
tariff to the Santa Fe tariff by saying that “where specific ref- 
erence is made hereto in individual rate items,” etc. In other 
words, we construe these combination rules as naming a con- 
dition which must be met before they can be observed, that is, 
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9 “Ship ma Water” 


’ PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, "Baltimore 
Norfolk, Philadelphia 


Thru bills of lading issued to other Pacific 
Coast, Hawaiian and Far East Ports 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 739 
Baltimore, Md. Philadel ie, Pa. Pittsburgh, Pa. 
39 South St. Drexel Bldg. Oliver Bldg. 

And at our Branch Offices at ports of call, etc. 





FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York and Savannah 


Boston ad Savannah 


Through package cars to all principal Southern and 
Western points, in connnection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 


From New York “SAILINGS— From Boston 


Tuesdays, Thursdays and Saturdays Tuesdays and ‘Santee 
at 3 P.M. . 


at3 P.M 


Complete information will be gladly furnished by any official 
or representative of the Company 


OCEAN STEAMSHIP COMPANY of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 

PASSENGER AND FREIGHT SERVICE 
Calling at —— San Jose de Guatemala, La Libertad, Corinto, Canal Zone, 
Havana, Baltimore, Norfolk, New York, and Philadelphia 


WESTBOUND SAILINGS EASTBOUND SAILINGS 
Balti- Phila- 




















Ss 
w York more delphia Norfolk Francisco Angeles 
COLOMBIA. . a MEE “ssccee” caeees NTA MALTA, Jan. 6 Jan. 8 
SANTA PAULA, Jan. | SS ae Jan. 4 ECUADOR..... Jan. 8 Jan. 10 
VENEZUELA... Jan.20 Jan.13 ...... ...... OLOMBIA ... Jan.31 Feb. 2 
SANTA OLIVIA, CEE nccccan cases SANTA CLARA, Feb. 1 Feb. 3 
Thereafter every 10 days —— Thereafter every 10 days 
rr oge Building Nofolk uticned Southgate Fwd. & oe. 
Baltimore. . Continent Building Cleveland........ 613 Engineers Bidg. 
WOU a8. 5 c50Sa08 Century Bldg. 


PANAMA SERVICE 


Between San ee 0, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SA N JUAN sails from San Francisco Jan. 9th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover fe wg New York 508 California St., San Francisco 
3 So. Spring St., Msuendaie Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Volshome, Kobe, Shanghai, 
ongkong and Manila 


Passenger and Freight Sailings by New and Luxurious U. S. 


Shipping Board Liners, 
S.S. President Cleveland . . . . sails Dec. 28 
. Sails Jan. 11 


S.S. President Wilson . . . 
S.S. President Lincoln . . . ._ Sails Jan. 25 
S.S. President Taft . . . . . _— Sails Feb. 8 


and every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of cal 
For rates and other information apply to any. railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP Co. 
508 California St., San Francisco 10 Hanover yw se New York 
503 So. ” Spring St., Alexandria Hotel, Los Angele: 


Managing Agents: U.S. SHIPPING BOARD 


ROUTE YOUR CARGO VIA 
Mobile Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 
S.S. AFOUNDRIA Sailing about Jan. 10th 


LONDON AND ABERDEEN 
S.S. WEST HARDAWAY Sailing about Jan. 15th 


HAMBURG AND BREMEN 
8.8. EFFINGHAM Sailing about Jan. 20th 


OPORTO, BILBOA AND LISBON 
S.S. SAGUERTIWS Sailing about Dec. 22nd 


BARCELONA, CARTAGENA AND MALAGA 
5.S. JOMAR Sailing about Dec. 30th 


GENOA AND NAPLES 


A-1 STEAMER Sailing late Dec./Early Jan. 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 

Our Service Backed by 18 Years’ Experience 
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some tariff must carry the rule or. make reference to a tariff 
which does contain such rule. If a tariff does this, then there 
is a holding out to the shipping public whereby the carrier whose 
tariff contains reference to such rule, offers to transport to 
destination on the sum of the reduced factors plus a single 
application of the prescribed increase. 

We do not construe the Kelly combination tariff as restrict- 
ing its use to only those tariffs which make reference thereto, 
and that all factors of the combination must be in tariffs making 
reference to the rule, before the rule may be applied, or that 
at least two connecting tariffs must make such reference to 
the rule. If an initial line’s tariff, for example, makes reference 
to Kelly’s combination rule, it is our view that, under the Sligo 
case, Docket 11154, 62 I. C. C. 643, that carrier having made its 
tariff subject to Kelly’s I. C. C. US-1, has done all that is re- 
quired by that publication, and the very fact that the connect- 
ing line’s tariff does not make reference to the combination rule 
gives foundation to the Sligo principle. Having made one factor 
in the combination rate subject to the rule, the carrier holding 
out such a tariff offers to protect the reduced combination to 
any point in the United States and not only to those points 
reached by tariffs which also make reference to the combination 
rule. 

As we understand your interpretation, you are applying the 
rule as a “joint” holding out by those carriers all of which make 
reference to the rule; for example, as if the Pennsylvania and: 
New York Central are telling the public: ‘Where the P. R. R. 
and N. Y. C. tariffs both contain reference to the Kelly rule you 
are entitled to the reduced basis, but where only the N. Y. C. 
tariff makes reference to Kelly’s rule, the N. Y. C. rate subject 
the rule, cannot be tied to the P. R. R. rate which is not made 
subject to the rule.” 

We do not construe Kelly’s 228 as.a joint proposition. It 
is published by an agent to avoid the expense of a similar publi- 
cation by each carrier. In other words, to get at its correct 
interpretation, according to our view, Kelly’s 228 is an individual 
New York Central publication. This being the case, we have a 
rule in a New York Central tariff which, under the current lan- 
guage of the rule (see Supplement 14) reads as follows: 


Except as otherwise indicated herein and where specific reference 
hereto is made in tariffs, rules provided herein apply in connection 


with rates .between points in the United States on railroads under 
Federal control, 


ete. 

Any N. Y. C.. brick, stone, live stock, lumber, or cement, 
etc., tariff making reference to the New York Central’s combina- 
tion tariff may be brought up and tied’ to any local of the Penn- 
sylvania Railroad for the purpose of constructing a through com- 
bination rate, for the N. Y. C. combination tariff reads substan- 
tially as follows: 


Except as otherwise indicated herein and where specific reference 
is made in tariffs, rules provided herein apply in connection with 
rates made subject to the rules and embodied herein. 

‘ Where no published through rates are in effect from point of 
- in to destination on a commodity specified in section * * 

two or more commodity factors are used in arriving at the Genial 
a * * * such rate will be arrived at in the following manner * * *, 


The New York Central does not presume to make the Penn- 
sylvania Railroad tariffs subject to its combination rule, but by 
incorporating the rule in its tariffs, either specifically, or by ref- 
erence to its combination tariff (Kelly’s US-1), it holds out to the 
public, according to the Sligo case, a reduced basis for con- 
structing combination rates to points on its connections in which 
they may or may not concur. Whether they do or not, the 
N.Y. C. must protect the through rate. In du Pont de Nemours 
Powder Co. vs. Wabash R. R., 33 I. C. C. 507, the Wabash pub- 
lished rates to points on connecting lines without the latter’s 
colicurrence, but the Commission decided the Wabash was hold- 
ing out that rate to the public and must protect it, making up 
the difference out of its own earnings, in allowing the connec- 
tions their local rates beyond its junction. 
Rate Construction: Application of Rule 5-B, 
cular 18-A 

New York.—Question: Referring to your answer on page 
1274 of the current issue of The Traffic World: 

Possibly I did not make this thoroughly clear. At any rate, 
your example does not clarify the situation. I note you mention 
shipment moving via the Pennsylvania, Pittsburgh, Butler and 
the Erie. The Erie, of course, does not touch Butler. You are 
using this as a basing point. 

The shipment I have in mind is one moving from Syracuse 
via New York Central, Big Four, St. Louis, C. B. & Q., Kansas 
City and connections to destination—Fort Worth. The best 
combination, however, bases on Louisville, but the shipment, you 
will note, is delivered to a line at St. Louis that hasn’t the con- 
nection at Louisville. It is a case of this kind and similar ones 
that I want advice on, and your answer does not cite a parallel 
case. 

Answer: You have not correctly understood our answer. 
We are not dealing with a shipment moving through Butler, 
Pennsylvania, clo Erie Railroad, but using Butler as rate basing 
point on shipment actually moving via Pennsylvania, Pittsburgh 


1. ©. C. Tariff Cir- 
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and the Erie Railroad. If no routing instructions were given 
by shipper, and the lowest possible Combination between origin 
and destination were made over Butler, Pennsylvania, by taking 
the rate via the Pennsylvania and Pittsburgh, thence B. R. & P., 
to Butler, and the rate from Butler via B. R. & P., Pittsburgh 
and Erie and connections, the carriers would have to protect 
the Butler combination, but if shipment was routed on bill of 
lading “P. R. R., care of Erie at Pittsburgh,” the Butler com- 
bination will not apply for routing as specified is complete and 
the P. R. R. must deliver direct to Erie, and some other rate 
will be applied. The word “not” was eliminated in error by 
the printer from condition (4) in our answer of December 9. 

The above corerctly portrays the only method of applying 
rates to a shipment which does not move over the actual route 
via which the rate makes under the conditions first mentioned . 
by you, of which we are aware. If the rate from Syracuse to 
Louisville will apply N. Y. C. and Big Four, and if the rate from 
Louisville to Fort Worth will apply via Big Four, St. Louis, 
Cc. B. & Q., Kansas City and connections, you may apply the 
Louisiville combination, for the carrier must apply the lowest 
combination consistent with bill of lading routing, and it is not 
necessary for the Big Four to handle shipment from Anderson 
to Louisville and return in order to apply the Louisville com- 
bination. 

The answer and example previously given is the only pos- 
sible one under your inquiry, except that if your rates are not 
published to apply in such manner that rule 5 may be used, you 
must pay the lowest combination via the route specified in your 
shipping order and if rule 5 doesn’t work, you will have to route 
your shipments through Louisville, or give them to the carrier 
unrouted if you get the Louisville combination. 

Ex Parte 74: Application of Percentage Increases to 
Group Rates 

Michigan.—Question: Please advise through the Questions 
and Answers’ columns of The Traffic World, if there were any 
orders from the Interstate Commerce Commission, which gave 
the southern carriers in Kentucky the right to employ the 40 
per cent increase of August 26, 1920, on shipments of coal from 


Inter- 


mines in Kentucky, in Southern Classification territory, to points 


in Michigan. 

The carriers state that the 40 per cent increase was allowed 
and the rates were made accordingly, being published in L. & N. 
Coal Tariff I. C..C. No. A-14875. I contend that the 33% per 
cent increase on interterritorial rates should apply from points 
in Southern Classification territory. 

Answer: In providing for the increased rates on the per- 
centage plan, in “Increased Rates, 1920,” 58 I. C. C. 220, the 
Commission fixed certain groups of territory in which the vary- 
ing percentages of increase would be applied; for example, in 


, the Eastern group, the rates were to be increased 40 per cent; 


rates in the Southern group, 25 per cent; joint rates between 
groups, 33% per cent. The southern boundary of the Eastern 
and northern boundary of the Southern group was prescribed 
as follows: “Norfolk, Va., the main line of the Norfolk & West- 
ern Railway from Norfolk, Va., to Kenova, W. Va., the main 
line of the C. & O. Railway from Kenova to Cincinnati, O.; 
the Ohio River from Cincinnati to Cairo, Ill.,” etc. Rates from 


‘points south of this line to Michigan were to be increased 33% 


per cent. On pages 255 and 256 of its report, the Commission 
states: “Most of the factors with which we are dealing are 
constantly changing. It is impossible to forecast, with any de- 
gree of certainty, what the volume of traffic will be. * * * It 
is impracticable at this time to adjust all of the rates on indi- 
vidual commodities. The rates to be established on the basis 
hereinbefore approved must necessarily be subject to such re- 
adjustments as the facts may warrant.” 

Under the heading of “Coal,” page 248, the Commission says: 
“The proposal of the eastern lines to preserve existing relation- 
ships is approved, and carriers in the other groups should work 
out a similar plan for restoring the relative adjustments of coal 
rates now obtaining in those territories.” 

We do not understand the percentage increase as just pro- 
mulgated contemplated other than a uniform application of the 
prescribed percentages to all rates, but that the carriers would 
be, expected to promptly work out.a restoration of proper rela- 
tionships promptly. In several cases, the carriers were able 
to restore preexisting relationships and to preserve the then 
existing relationships before publishing the percentage increases. 
The situation to which you refer may be the result of one or 
more of the above conditions, or the percentages may or may 
not have been erroneously applied. We do not undertake to go 
into the merits of rates as published, through these columns. 
Shipper Accepting and Signing Shipping Order with Routing In- 

structions by Carrier’s Agent Is Bound to These Instructions 

Kansas.—Question: Shipment originating at “A,” the ship- 


. per being a farmer and having no knowledge of freight traffic, 


routing, etc., the agent at point of shipment made out the bill 
of lading, showing thereon a through route to “B,” point of 
destination. It has developed that the routing shown on the 
bill of lading. which was signed by the shipper and made out 
entirely by the railroad agent, protected a higher rate than 
could have been obtained on an open routing, and the railroad 
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UNITED STATES SHIPPERS! 


Avail Yourselves of the Efficient Modern 


Warehouse and Distribution Service 
of the 


National Cartage & Transfer Co., Ltd. 


VANCOUVER, CANADA 
EXCHANGE RATES NOW FAVOR EXPORTATION 


OF U. S. GOODS TO CANADA AND A REVIVAL 
OF CANADIAN TRADE IS IN PROGRESS. 


We will materially assist you in establishing and building up a 
profitable and growing business in the Canadian Northwest. 


CONNECTIONS THROUGHOUT CANADA 
Chicago Representative — Burkhart Warehouse Service 


pACIFICN 
Gy FE RIBBRAN 
ULF LIN 


DIRECT SERVICE 


BETWEEN 


NEW ORLEANS 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SAILINGS FROM 


MOBILE ana NEW ORLEANS 
EVERY TEN DAYS 


Rates quoted, bookings and a information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 19 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Cal:° 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 


Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 
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Uy 
A prominent Traffic Manager states: 


“We are prepared to the limit for severe trans- 
portation conditions, especially car shortage, this 
winter. We have increased our warehouse s‘ocks 
from ten to more than one hundred percent.” 


If you are not equally prepared, consult 


Distribution Service. hc, 
123 W. Madison St.Chicago, Ill. 


Representing: 


9 
Ph 


+A 
a 


BIRMINGHAM 

Harris Transfer & Warehouse Co. 
CHICAGO 

Currier-Lee Warehouse Co. 
CLEVELAND 

— Street Terminal Warehouse 


DENVER 
be: 4, Weicker Transfer & Storage 


EL PASO 
International Warehouse Co. 


FORTH WORTH 
“eee Fireproof Storage 


HOUSTON 
“aimee Fireproof Storage 


KANSAS CITY 
Central Storage Co. 


SBSREERERAAS EASES 


LOS ANGELES 

Union Terminal Warehouse Co. 
LOUISVILLE 

Louisville Public Warehouse Co 
NEW YORK 

Bush Terminal Co. 
OMAHA 

Gordon Fireproof Warehouse & 

Van Co. 


PHILADELPHIA 
= Warehouse & Transfer 


PORTLAND 

Oregon Transfer Co 
SAN FRANCISCO 

San Francisco Warehouse Co. 
ST. LOUIS 

S.N. Long Warehouse 


ST. PAUL—MINNEAPOLIS 
Central Warehouse Co. 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


OVIN, President, 90 West Street, New York. 
oor First Vice-Prsident, 90 West Street, New York. 


New York Offices, 90 West St., New York 


FALL. Freight and Traffic Manager, 90 West Street, New York. 


G 
» w ° cm ANEY, Assistant Freight and Traffic Manager, 90 West Street, New 
THURBER, Second Vice-President, 90 West Street, New York. 


. & TH 
EO. K. LOWELL, Third Vice-President, in charge of Operation and Traffic, ° GOOKMAN BOYD, General Counsel, Builders’ Exchange Bidg. 


West Street, New York. 
; Pog oneness General Auditor, 90 West Street, New York. 


, Baltimore, 
. HERSLOFF, Treasurer, 90 West Street, New York. 
. Ss. ONNOR, Superintendent, Wagners Point, Baltimore, Md. 


WHITNEY, Secretary, 90 West Street, New York. 
THOMAS KEARNY, General Solicitor, * 90 West Street, New York 


EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
ports and to take care of outgoing freight for foreign countries. 


This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this railroad 
offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business enterprises are invited to 
correspond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 

Mileage at present operated, 7 miles; additional under construction. 

Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 

Exceptional location for plants desiring tidewater delivery. 

CONNECTIONS—At Clinton Street with ‘is Pennsylvania Railroad via float at Wagners Point, C. & C. 
Maryland via float to Wagners Point, C. & 


R. R. to Curtis Bay. At Port Covington with the Western 
Cc. R. 
routes to all points East, West, North and Sonate 


R. to Curtis Bay. With the Baltimore & Ohio Sewell + at Wagners Point. Through connections via these 
Industries located on our line have the advantage of flat Baltimore rate. 
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is requesting adjustment of an undercharge from the shipper. 
The interstate commerce act and various decisions state that 
both parties are bound by the terms of a contract of this nature, 
but I am under the impression that various courts have held in 
a case of this kind that the railroad company should protect 


the cheaper rate when the agent inserts the routing and a higher 
rate applies over that route. 


Answer: Whether there is sufficient grounds for holding 
carrier for misrouting when its agent inserts routing which take 
a higher rate than some other route requires, and the shipper, 
without protest, accepts and signs bill of lading containing such 
routing instructions, does not appear to have been stressed to 
any appreciable extent in any of the multitude of misrouting 
cases settled by the Interstate Commerce Commission. This is 
probably due to the fact that the shipper by signing and accept- 
ing the bill of lading as executed has ratified the agent’s writing 
in the routing instructions and is estopped from denying his 
acquiescence therein; and, further, under section 15 of the inter- 
state commerce act, it is specifically provided that the shipper 
has the right to make his own selection of routes over which 
his shipment shall move, and imposes upon the carrier the duty 
of complying with those instructions. Hence, regardless of 
whether the shipper or the carrier’s agent inserts the routing 
instructions in the shipping order, it seems to be presumed, and 
a natural presumption, that if the shipper accepts and signs 
such shipping order, he has agreed to same, and that the in- 
structions written on the bill of lading represent the shipper’s 
wishes in the premises; further, in view of the fact that the 
carrier, under section 6 of the act to regulate commerce, must 
publish and keep open to public inspection its tariffs showing 
all the routes and rates in which the shipper, via its line, is 
interested, the shipper is charged with knowledge of *¢he rates, 
rules and regulations under which he ships, and a non-compli- 
ance therewith furnishes no grounds for the carrier to waive 
the published and lawfully applicable tariff provisions. (See 
Maloney Tank Mfg. Co. vs. St. L.-S. F. Railroad, 42 I. C. C. 605; 
Good-Hopkins Lumber Co. vs. G. N. Railway, 51 I. C. C. 99.) 

In Unreported Opinion No. 2224, American Column & Lum- 
ber Co. vs. C. & O. Railway, the C. & O. Railway agent inserted 
routing in the bill of lading, which took a higher rate than that 
applicable over a different available route. The Commission held 
the acceptance and signing of the bill of lading by the shipper 
was tantamount to specific routing instructions given by the 
shipper, and held the carrier had not misrouted the shipment. 

The above reply would not obtain if the carrier refused to 


respect any other routing instructions than those which it wrote 
into the shipping order. 


Reparation—Complaint Must Show Reasonableness of Rate 


New York.—Question: Points A, B, C and D, which are 
from 15 to 25 miles west of X, were obliged to pay a rate on 
competitive commodities of 64%4c more per cwt. between the 
months of December, 1921, and May, 1922, than competitors at 
X to destinations such as Y, Z, etc. Upon application to the 
railroad we secured a commodity rate applicable from points 
A, B, C and D, the same as applicable from X. In view of the 
fact that the first mentioned points were directly competitive 
with the X people, and within approximately 25 miles of X, do 
you not believe that A, B, C and D are entitled to reparation 
of 644c per cwt. representing difference between rates from X 
and from A, B, C and D between the months of December, 1921, 
and May, 1922? 

Answer: The mere fact that the rates from points A, B, C 
and D were voluntarily reduced by the carriers to the basis 
of the rate applicable from X is not, in the absence of a show- 
ing that, at the time the shipments in question moved, the rate 
applicable and assessed thereon was unreasonable in and of 
itself or in comparison with the rate applicable from X or other 
moe equidistant and where the transportation conditions are 
similar. 

However, upon a proper presentation of the essential facts, 
reparation will, in all probability, be awarded. 


Routing—Duty of Carrier Where Conflict Between Rate and 
Route 


New York.—Question: Please advise whether we have any 
grounds for filing overcharge claim against transportation com- 
pany on the following shipment? 

Carload shipment from plant A to point in Kentucky. Bill 
of lading showed route D. S. S. & A., Michigan Central, Big 
Four, L. & N., with rate appearing thereon, which did not apply 
via route or in connection with the D. S. S. & A. Ry., as origi- 
nating carrier. Rate shown on bill of lading could only be util- 
ized in connection with the Soo Line, as originating carrier and 
other intermediate lines. 

Transportation company’s agent at point of origin accepted 
this shipment without questioning ¢ither route or rate shown 
thereon, but upon arrival at destination, the delivering carrier 
assessed additional charges based on rate applicable via route 
shown on bill of lading. 

In view of confliction existing between rate and route, 
should not carrier’s agent have called our attention to such 
confliction and, if this had been done, would we have been 
privileged to turn shipment over to Soo Line, in order to secure 
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advantage of lower rate? Further, in the event that agent was 
not justified in refusing shipment to route via his line as origi- 
nating carrier, should he not have forwarded shipment via route 
affording lower rate applicable in connection with his line, dis- 
regarding route shown on bill of lading? 

Answer: In Conference Ruling 214 (C) the Commission held 
that in the absence of specific routing by a shipper it is the duty 
of the agent of the carrier to route shipments via the chapest 
reasonable route known to him. In Conference Ruling 474 (C) 
it is held that when both the rate and route are inserted by 
the shipper in the bill of lading and they do not coincide, it is 
the duty of the initial carrier’s agent to ascertain from the ship- 
per before forwarding the shipment whether he desires that the 
instructions as to the rate or the route shall govern, and that 
the carrier is responsible for any damage which may result from 
the failure of its agent to follow this course. 

However, in Mulkey Salt Co. vs. Director-General, 66 I. C. C. 
441, the Commission held that, following McLean Lumber Co. 
vs. L. & N. Ry. Co., 22 I. C. C. 349, as regards shipments moving 
before federal control, Conference Ruling 474 (C) is not applica- 
ble where the lower rate is available only when the line to 
which the shipments have been delivered must turn them over 
to a competitor at point of origin, but that with respect to ship- 
ments that moved during federal control this conference ruling 
is applicable where both carriers at point of origin were fed- 
erally controlled, since carriers were being operated under a 
unified and co-ordinated national control and not in competition. 
Demurrage—Constructive Placement of Cars, on Track of Road- 

Haul Carrier, Which Are Destined for Delivery on a Switch- 

ing Line, But Which the Latter Is Unable to Accept 

The following communication received from the manager of 
the department of demurrage supervision of the American Rail- 
way Association is reproduced for the purpose of preventing any 


misunderstanding which might result from our answer referred 
to therein: 


Referring to the article appearing on page 1166-1168 of The 
Traffic World of November. 25th, 1922, under the above caption, in 
answer to “OHIO” you state that under Demurrage Rule 5, Section 
A, Paragraphs 2 and 3, “the road-haul carrier serves constructive 
placement notice, through the switching line, upon the consignee. 
The cars are properly returnable by the switching line to lines ‘“B” 
and “C,’’ in order to avoid per diem charges. Lines ‘“‘B’ and ‘‘C’’ are, 
therefore, the proper lines to assess demurrage.” 

We fear this answer may lead to misunderstanding and con- 
fusion on the part of both carriers and shippers, and to avoid which 
may we suggest that your answer be more clearly stated in a subse- 
quent issue. ‘ ; : : 

Demurrage Rule 5-A-2 provides that when the switching line is 
unable to receive cars from connecting carrier (because of inability 
of the consignee located on switching line to receive same), the 
connecting or road-haul line will send or give the switching line 
notice of the cars being held, such notice containing the information 
stated therein with respect to point of shipment, initials and numbers, 
contents and name of consignee (and if transferred in transit, initial 
and number of the original car). This clearly shows that the notice 
given by the road-haul line, which would be lines “B” and ‘‘C,”’ 
is not a constructive placement notice to the consignee but is merely 
a notice to the switching line, which will enable the latter to issue 
constructive placement notice to the consignee. 

That this is correct is clearly shown in Paragraph 3 which pro- 
vides that the switching line (upon receipt of notice from connecting 
line) will notify the consignee and put the cars under constructive 
placement. ; 

The point is that instead of the road-haul line putting the cars 
under constructive placement and assessing demurrage, the switch- 
ing line will issue constructive placement notice to consignee and 
put the cars under demurrage. In this connection, it may be ex- 
plained, the switching line is responsible to the road-haul line for 
per diem during the time the latter is holding the cars for the 


switching line to accept, which means until the consignee is able 
to receive. 


REFUND OF LUMBER PENALTIES 


Director-General Davis, in accounting circular No. 166, has 
laid down the classes of cases in which refunds may be made by 
railroads that were under federal control because of the Commis- 
sion’s decision in No. 11818, American Wholesale Lumber Asso- 
ciation vs. Director-General et al., 66 I. C. C. 393, as follows: 


1. Where a car was handled as a reshipment under the Recon- 
signment Rules, particularly Rule 5, Paragraph (b). 

2. Where a car was held by a carrier because of an embargo 
prohibiting movement off its lines of its system equipment. ; 

3. ‘Where a car was refused at original destination, the freight 
charges paid and a new bill of lading taken out consigning the car 
to a new destination. ; 

4. Where delivering lines refused to deliver a car to a belt switch- 
ing line without prepayment of the charges, although there was a 
joint rate in effect from point of origin to the point on the belt line. 

5. here a car was reconsigned to a certain point and after 
reaching that point was placed for unloading, the charges paid, and 
subsequently a switching order was issued to deliver the car to 
another carrier within the terminal, and a new bill of lading issued 
by said carrier, consigning the car to a point outside the terminal. 


In further illumination on the subject of refunds, the Direc- 
tor-General said that if a claimant was not a party to No. 11818, 
or the claim was not filed in accordance with section 206 (c), 
refund must not be made. Still further admonishing the rail- 
roads formerly under control, he said: 


Claims covering penalty charges assessed where the point to 
which reconsignment was requested was embargoed after the ship- 
ment had left point of origin, unless the reconsigning tariffs con- 
tained a provision that shipments would not be reconsigned to em- 
bargoed point, should be referred to this office. 
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Interstate Commerce Commission Hearings 


CASES OF SPECIAL INTEREST 
oi _ —, PORT DIFFERENTIALS BETWEEN NEW ENGLAND PORTS. Hearings held at Boston, Washington and Philadelphia beginning 
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519 West Roosevelt Road 
CHICAGO 


Location—Near the ‘‘Loop”’ in the 
Heart of Chicago 


FIREPROOF 
40 CAR SIDING 





TKANSAS 





One to six days sa ved in deliveries 
fo Southwestera territory 


ADAMS TRANSFER&STORAGE @ 


228-36 WEST FOURTH STREET 
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efficient distribution of both 
foreign and domestic ship- 
ments. Experienced _ traffic 
men will route YOUR ship- 
ments to insure prompt de- 
livery at minimum cost. 







Phone Lafayette 7500 
















Connection made with re 
Package Car System operate 

to all important cities elim- 
inates all cartage charges—a 
big saving to shippers. 









FREE SWITCHING 




















ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 






* 4 Pe enna. Railroad 
. St. P. & S. Ste M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. 
L. freight between our industries and McCormick Station 


free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicago, Illinois. 





Chicago, Illinois Warehou sing 


Complete warehousing serv- 
ice at your disposal. Modern, 
fireproof building—lowest in- 
surance rates. 

Ship to us in carload. We 
reship in L. C. L. Chicago 
Junction Railroad, connecting 
with all railroads entering Chi- 
cago, serves our warehouse— 
in the heart of the Central 
Mfg. District of Chicago. 

Every shipper should in- 
vestigate our service. Write, 
wire or phone for full par- 
ticulars. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Carrier’s Compliance with Disposition Made by Notify Party 
Presenting Biank Bill of Lading Held to Constitute Delivery: 
(Supreme Court of Wisconsin.) Where an interstate ship- 

ment of flour was made under order-notify bill of lading, on 

presentation of the bill of lading by the buyer, indorsed in blank 
by the seller to whom it was issued, and the notify party made 
disposition thereof, complied with by the carrier, under federal 
uniform bills of lading act, sec. 8, 9 (U. S. Comp. St., sec. 8604dd, 
8604e), which binds the carrier to deliver to the notify party 
on presentation of. bills of lading properly indorsed, it consti- 

tuted a delivery, and the carrier’s duty ceased:—Northern Mill- 

ing Co. vs. Davis, Agent, 190 N. W. Rep. 351. 

Fact that Flour Shipped on Notify Bill of Lading Was Stored in 
Warehouse and Carrier Retained Receipt to Secure Freight 
Held Not to Affect Question of Delivery: 

Where an interstate shipment was made under an order- 
notify bill of lading, and on presentation of the bill of lading 
by the buyer, properly indorsed, delivery was made by the car- 
rier, the fact that the shipment was turned over to a public 
warehouse at the buyer’s orders, and carrier retained warehouse 
receipts to secure freight charges, could not, and the fact the 
notify party afterward refused to receive the shipment did not, 
affect the question of delivery, which was then complete.—Ibid. 
Limitations in Bills of Lading as to Bringing Suits Within Two 

Years Valid: 

In view of Cummins amendment to the Carmack amendment 
(U. S. Comp. St., sec. 8604a), providing that it shall be unlawful 
for a carrier to provide a shorter period for the institution of 
suits against it than two years, limitations in bills of lading 
that suits shall be brought against the carrier within two years 
are valid.—Ibid. 


Time for Suing Carriers Not Enlarged by Act Amending Inter- 
state Commerce Act: 

Act Cong. Feb. 28, 1920, sec. 206 (a), which provides that 
actions based on causes arising out of federal possession of rail- 
roads under federal control act or of the act of August 29, 1916, 
may, after the termination of federal control, be brought against 
an agent designated by the President, and such actions may, 
within the periods of limitation prescribed by state or federal 
statutes, but not later than two years from the date of the pas- 
sage of this act, be brought in any court which, but for federal 
control, would have jurisdiction of the action had it arisen 
against the carrier, did not extend the time, as state or federal 
laws were to govern if they did not extend the time of bringing 
actions beyond two years from the passage of the act, and, if 
ws A then the act limited them to two years from its passage. 


General Appearance Waiver of Defect in or Failure to Servd 

Writ of Error: 

(Supreme Court of Appeals of West Virginia.) By inad- 
vertence the writ of error in this case summoned John Barton 
Payne, Director-General of Railroad, instead of James C. Davis, 
Federal Agent, designated in the record as Director-General of 
Railroads, as agent, and who was substituted as defendant after 
suit was brought, but the process was served upon‘a depot agent 
of the railroad company. While the writ should have run 
against the substituted defendant, his subsequent appearance 
and filing of his brief on the merits of the case pursuant to the 
rules of the court in relation thereto, amounted to a general 
appearance and to a waiver of any defects in or want of service 
of process upon him, notwithstanding he gave notice in his brief 
of a motion to dismiss.—William F. Mooser Co. vs. Payne, Di- 
rector-General of Railroads, 114 S. E. Rep. 365. 

Admissions of Claim Agent as to Loss or Failure to Deliver 

Goods Admissible on Question of Negligence: 

In an action against a common carrier of goods for the loss 
thereof or failure’ to deliver them according to contract, the 
admissions of the claim agent to whom the matter of adjustment 
was committed, as to the fact of such loss or failure to deliver 
the commodity, evidenced as in this case by letters or cor- 
respondence, are admissible in evidence on the question of de- 
fendant’s negligence and liability in a suit by the consignor to 
establish the same.—Ibid. 

Parties to Contract of Interstate Shipment Cannot Waive Terms, 

Including Limitation as Defense: 

Parties to a contract of interstate shipment made pursuant 
to the act to regulate commerce, cannot waive its terms, by con- 
duct or otherwise, including the two years and one day limita- 
tions, as a defense to an action brought against it after that 


time, stipulated in the uniform bill of lading adopted by the 
carsiers.—Ibid. 
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Limitation in Bill of Lading as to Time to Bring Suit Special 

Contract Not Affected by General Statute: 

Nor can such limitation as to time for bringing suit con- 
tained in such bill of lading, being the subject of special con- 
tract, be avoided by the shipper on the theory of unreasonable- 
ness, such provision, being the subject of special contract in 
the bill of lading, is not affected by the general statute of limi- 
tations, state or federal.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Trial Amendment Dictated to Stenographer During Trial Be- 
comes Pleading, Though Not Formally Filed: 

(Court of Civil Appeals of Texas, Beaumont.) Plaintiff’s 
trial amendment, objected to by opposing counsel, who agreed 
with plaintiff's counsel that, if permitted to be filed, it might 
be dictated to the official stenographer, becomes a pleading when 
so embodied in the record, though never reduced to form and 
filed with the clerk—Western Union Telegraph Co. vs. Graham, 
244 S. W. Rep. 579. 

Allegation Held to Show Agency for Telegraph Company: 

An allegation that the telegram in question was “handed 
to the operator” by the party attending to the sending, who 
gave “the agent” named instructions concerning delivery, held 


to show that the person named was the telegraph company’s 
agent.—Ibid. 


Objection to Trial Amendment Not Available on Appeal in Ab- 
sence of Special Exception: 
In the absence of a special exception, defendant cannot 


prevail on appeal in an objection to a trial amendment that it 
lacks definiteness.—Ibid. 


Trial Amendment Allowable After Announcement of Ready and 

Trial Partly Proceeded with: 

N twithstanding Rev. St. art. 1824, enacting that amend- 
ments must be filed before the parties announce ready for trial, 
the trial judge, where not abusing discretion or prejudicing the 
opposite party, may invoke district and country court rule 27; and 
allow a trial amendment, though after announcement of ready 
and trial partly proceeded with.—Ibid. 


Telegram Held Not to Import Notice of Mental Anguish: 

A telegram reading “Come at once” contains nothing to 
inform the telegraph company that addressee would suffer men- 
tal anguish in consequence of delayed transmission.—Ibid. 
Damages Limited to Natural Consequences: 

Damages recoverable for failure to deliver a telegram are 
limited to the natural consequences of the breach of the con- 
tract, as contemplated by both parties.—lIbid. 

Allegatidn of Notice to Company Essential to Recovery for 

Mental Anguish: 

An allegation of delayed delivery of a telegram not on its 
face indicating its importance will not support recovery for 
mental anguish in the absence of an allegation that the tele- 
graph company was informed of its importance.—lIbid. 

Error to Admit Trial Amendment, Though Principal Witness 

Upon New Issue Raised Was at Trial and Could Testify: 

In an action against a telegraph company, where plaintiff’s 
petition lacked the essential allegation that defendant’s receiv- 
ing agent knew the importance of plaintiff’s telegram, and plain- 
tiff was not surprised on trial, it was reversible error to admit, 
after argument, and over defendant’s objection, plaintiff’s trial 
amendment containing such allegation, notwithstanding defend- 
ant’s receiving agent attended the trial and could testify.—Ibid. 
Continuance Not Reviewed in Absence of Exception, Though’ 

Motion Is Not in Writing and Verified: 

Defendant’s right to a continuance to meet new issues raised 
by plaintiff’s trial amendment cannot be resisted on appeal be- 
cause defendant’s motion therefor was not written and verified, 
where plaintiff saved no exceptions on that point, but, on the 
contrary, the court refused a continuance while assuming de- 
fendant’s agent, attendant upon trial, could be used as its wit- 
nesses successfully to combat the new issues.—Ibid. 
Amendments Should Be Filed in Time to Allow Adversary to 

Meet New Issues: 

An amended pleading should be filed in time to afford the 
adversary reasonable opportunity to make investigation to meet 
new issues.—Ibid. 

Regardless of Motion for New Trial, Permitting of Trial Amend- 
ment is Reviewable: 

When the record contains a trial amendment and the court’s 
action admitting it, assignment of its omission is reviewable 
separately from and without being complained of in appellant’s 
motion for new trial, and hence it is immaterial that the motion 
for new trial, though consequent upon refusal of continuance 
to meet new issues raised by the trial amendment, did not dis- 
close appellant could get further evidence on the new issues.— 
Ibid. 

Motion Held Sufficient Though Not Showing that Grant of Mo- 
tion Would Change Result: 

Where motion for new trial complaining of denial of con- 
tinuance after trial amendment had to be filed two days after 
trial, held, under the facts, that the motion was not insufficient 
because not stating that evidence could be procured which would 
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change the result, regardless of fact that motion might be 
amended.—Ibid. 
Motion May Be Amended by Leave: 


Motion for new trial may be amended by leave of court.— 
Ibid. 


Amount of Recovery for Grief and Disappointment Left to Jury’s 

Judgment: © 

Recovery is allowed for grief and disappointment as ele: 
ments of mental anguish, suffered from negligent failure to 
deliver a telegram, but there is no fixed criterion for measuring 
such compensation, other than leaving it to the fair judgment 
of a jury or trial court.—Ibid. 

Evidence Held Insufficient to Support Judgment for Shipper of 

Cattle for Carriers’ Alleged Negligence: 

(Court of Civil Appeals of Texas, San Antonio.) Evidence, in 
an action against a carrier for alleged negligence in wrongly 
consigning a shipment of cattle and refusing to permit shipper’s 
representative to accompany the cattle to shape them up before 
selling, and for resulting delay in selling on the market, held 
insufficient to support a judgment for plaintiff—Baker vs. Lan- 
drum, 244 S. W. Rep. 577. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
Court Held to Have Jurisdiction of Action to Recover Overy 
charges in First Instance: 

(District Court, D, Connecticut.) Under the rule that a fed- 
eral court has primary jurisdiction of an action against an inter- 
state carrier to recover overcharges, without previous submis- 
sion of the claim to the Interstate Commerce Commission, where 
there is no occasion for the exercise of administrative discretion, 
and the construction of the tariff requires only determination 
of the meaning of words used in their ordinary sense, a com- 
plaint held prima facie to state a cause of action cognizable by 
a court in the first instance.—Collins Co. vs. Davis, Director- 
General of Railroads and Agent, etc., 283 Fed. Rep. 837. 

Claims Arising Out of Federal Control Need Not Be First Pre- 
sented to Commission: 

Transportation act of 1920, sec. 206a, does not require that 
claims arising out of federal control, on which prior to such con- 
trol, an action might have been brought against the carrier, 
without first resorting to the Interstate Commerce Commission, 
must be submitted to the Commission under subdivision ‘“c” 
before action may be brought thereon.—Ibid. 

Contract with Lessee of Warehouse for Exemption from Liability 
for Fire Not Binding on Storers: 

(District Court, D, Oregon.) The fact that a railway com- 
pany’s lease of its warehouse to warehouseman exempted the 
company from liability for negligent fire, and that the warehouse- 
men’s receipts, issued under Or. L., sec. 6133, 7995, 8009, 8010 
and 8028, to storers of grain, waived all right of subrogation or 
recovery for loss or damage by fire, injury, or otherwise, either 
against the warehousemen or the railway company, did not 
relieve the railway company from liability to such storers for 
negligent fire, the receipts not evidencing express or implied 
ratification of the contract of leasing, and containing no waiver 
of liability on the part of either the lessor or lessee for neg- 


ligence of either—Reeder vs. Northern Pac. Ry. Co., 283 Fed. 
Rep. 786. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Evidence Held to Prove Delivery of Potatoes to Ship in Sound 

Condition: 

(Circuit Court of Appeals, Fourth Circuit.) In shipper’s 
action for damage to potatoes during transportation in defend- 
ant’s steamship, evidence held to prove that the potatoes, when 
delivered to the ship, were in sound condition, and not frozen, 
as claimed by #defendants.—The Lake Fabyan, Merchants’ & 
Miners’ Transp. Co. et al. vs. Branch, 283 Fed. Rep. 771. 
Evidence Held to Prove Negligence of Carriers in Storage of 

Potatoes Without Adequate Ventilation: 

In shipper’s action for damage to potatoes during trans- 
portation in defendants’ steamship, evidence held to prove that 
defendants were negligent in storing the potatoes so as to sub- 


THE TRAFFIC WORLD 





Vol. XXX, No. 26 


ject them to heat from the engines, and in not providing for 

adequate ventilation.—Ibid. 

It Is a Matter of Common Knowledge that Ventilation Is Neces- 
sary to Prevent Decay of Potatoes: 

In shipper’s action for damage to potatoes during trans- 
portation in defendant’ ship, in which it is claimed that defend- 
ants were negligent in not providing adequate ventilation, held, 
that it is within the common knowledge that ventilation is 
necessary to prevent decay.—Ibid. 

Carrier, Having Contracted with Shipper as a Common Carrier 
in Its Own Name, Could Not Avoid Liability for Negligence 
on Ground that United States Owned Ship: 

A carrier, having contracted with a shipper as a common 
carrier in its own name, and not as agent of the Shipping Board, 
by issuing its bill of lading could not avoid liability for damage 
to goods caused by its negligence during transportation, on the 
ground that the vessel was owned by the United States.—Ibid. 


PROTESTS ATTITUDE OF R. R. A. 


The Trafic World Washington Bureau 

An emphatically phrased protest against the attitude of the 
Railroad Administration in respect to cases on the informal 
docket of the Commission has been sent to Director-General 
Davis, with copies to President Harding, John F. Finerty, as- 
sistant general counsel, and C. B. Stafford, chief traffic assistant 
to the general counsel, by F. H. Cogswell, president of the 
Mather-Cogswell Corporation of Milwaukee. He based his pro- 
test upon two informal docket cases, relating to the shipments 
of iron wire carloads from New Orleans to Albion, Mich., 
under federal control on which a through rate in excess of 
the aggregate of the intermediates was imposed. 

Mr. Cogswell undertook to handle the cases on the informal 
docket, so as to save the Commission’s time and also the money 
of his client. Mr. Stafford, however, declined to recommend 
disposing of the cases by consideration on the informal docket. 
He rejected the offer by sending what Mr. Cogswell thinks is 
a form letter in which he said, “All of the facts presented in 
connection with this claim have had very careful consideration. - 
It has not been conclusively shown that the rate charged was 
unreasonable, nor that the claimant has been damaged; there- 
fore, I am unwilling to submit this claim on the special docket.” 

After reviewing the legislation known as the fourth sec- 
tion, Mr. Cogswell told Mr. Davis that “such higher rate (one 
in excess of the aggregate of the intermediates) may not law- 
fully be assessed by the carrier and, if it is assessed, the charge 
amounts to a straight overcharge which may be recovered 
by the shipper in the courts without reference to a prior 
action by the Interstate Commerce Commission.” 

Mr. Cogswell protested against the attitude of Mr. Stafford 
on the theory that it forced unnecessary expense on the tax- 
payers of the United States, litigation either before the courts 
or the Commission, and, therefore, expense on the complainant 
and waste of time in litigation. 

“The purpose of the informal docket before the Interstate 
Commerce Commission is to avoid litigation, not only in the 
courts, but before the Commission,” said Mr. Cogswell. ‘“Be- 
cause Mr. Stafford, acting for the United States Railroad Com- 
mission, has declined to make informal adjustment of the two 
complaints, it will be necessary, on or before January 7, for 
us to file a formal complaint on behalf of the claimant with the 
Interstate Commerce Commission and proceed to a hearing. 
Undoubtedly, the Commission, as it has done in other cases, 
will set the hearing for Milwaukee or Chicago and this will 
mean the time and expense of at least two representatives of 
the U. S. Railroad Administration, also the cost of the labor 
involved in preparing the case for hearing and, in the end, it 
will avail the U. S. Railroad Administration nothing because 
that body is contending against a principle which has been 
clearly established in many cases. It is not necessary to cite 
the fifty or more cases in which this principle has been clearly 
established by the Commission and reference to Windsor Turned 
Goods Co. vs. C. & O. (18 I. C. C. 162) is sufficient. 


“We protest not only on behalf of the Union Steel Products 
Co., the claimant in this case, but on behalf of other clients 
who have suffered because of the attitude of the law department 
of the U. S. Railroad Administration.” 


Answering the protest of Mr. Cogswell, Mr. Finerty said: 


I am in receipt of copy of your letter to the Director-General 
of December 15. Your letter overlooks the controlling fact that the 
departures from the Fourth Section were protected by Fourth Sec- 
tion Order No. 7316 of the Interstat Commerce Commission. Had it 
not been for this order I would agree with your contention that the 
reasonableness of the rates would be immaterial. However, under the 
terms of the Interstate Commerce Act, and even assuming the Fourth 
Section applied to the Director-General, there was no violation where 
the Commission had issued an order granting relief, as it had done in 
this case and as to all rates published by the Director-General. _ 

Under such circumstances, the only basis upon which reparation 
could be paid would be that the through rate was unreasonable. If 
that was not so in this case, no reparation could lawfully be paid. 

I am asking Mr. Stafford, however, to reinvestigate the reason- 
ableness of the through rate and advise me further. I also under- 
stand that the rate sought was not subsequently established, which 
would ordinarily prevent informal] reparation, 
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Maps for timetables and 
folders. 


Small maps for newspaper 
and magazine advertising 
(see examples on adver- 
tising pages of this num- 
ber of “Traffic World”). 


Maps showing traffic con- 
nections of business cen- 
ters in every field of 
operation. 


Industrial Maps. 

Railroad System Maps 
(Steam, Electric, ‘Inter- 
urban). 

Steamship Route Maps. 

Express and Forwarding 

ervice Maps. 

Maps of Terminal Stations 

and Storage Warehouses. 


Maps of Harbor Fronts, 
Slips and Docks. 


Road Maps, Mileage Maps, 
Distance Charts. 


Ma of Telegraph, Tele- 


phone and Cable Lines. 
Auto-Trails Maps. 
Postal Maps, Political Maps. 
Physical Maps, Historical 
aps. 
Maps of the United States, 
Separate States, Groups 


of States, Cities, Towns, 
and Counties. 

Maps of Alaska, Philippines, 
Hawaii, etc. 

Standard Time Maps. 

Maps of Canada and Prov- 
inces. 

Maps of All America. 

Maps of the Continents. 

Maps of Every Country and 
Political Division in the 
Old and New Worlds. 


To meet special requirements we will gladly give 
map suggestions based on our vast experience. 
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Traffic Lesson No. 26 


The Panama Canal and Railroad Rates—Twenty-sixth in the Course of Fifty-two Lessons 
Written for the Traffic World by Grover G. Huebner, Ph. D., Professor of Trans- 
portation and Commerce, University of Pennsylvania 


In the preceding lesson it was noted that the transconti- 
nental rate structure was influenced by water competition long 
before there was a Panama Canal. The amount of traffic han- 
dled by water between the two seaboards fluctuated greatly. 
In 1906, for example, it was estimated at 560,727 tons, including 
Hawaiian sugar, whereas in 1911 it amounted to 1,104,735 tons. 
The latter figure is typical of the amount of coast-to-coast traffio 
annually handled during the years preceding the opening of the 
Panama Canal by the three regular steamship lines mentioned 
in lesson No. 25 and by a limited number of tramp vessels. The 
traffic was either transshipped across the Isthmus of Tehuante- 
pec or the Isthmus of Panama by rail, or was shipped around 
South America via Cape Horn or the Straits of Magellan. Its 
volume was limited in part by the high cost of transshipment 
and the extraordinary length of the all-water route, and partly 
also because one of the private steamship lines engaged in the 
coast-to-coast business was controlled by one of the transcon- 
tinental railroads. The total effect of water competition before 
the opening of the canal could not, however, be fully measured 
in terms of the volume of traffic actually handled, for it was 
generally recognized that the transcontinental rate structure at 
that time was also influenced by potential water competition. 
This had reference to the knowledge on the part of the rail 
carriers that any arbitrary readjustment of their rate structure 
or advance in the general level of their charges might readily 
result in the shipment of larger quantities of freight via the 
water routes. 

When the Panama Canal was opened in August, 1914, the 
Pacific Mail Steamship Company discontinued its coastwise traf- 
fic because the Panama Canal Act of August, 1912, barred all 
steamship lines owned by competitive railroads from using the 
canal. The other private steamship lines were the American- 
Hawaiian Steamship Company and the Luckenbach Steamship 
Company, which promptly diverted their vessels to the canal 
route. Various new coast-to-coast lines, moreover, were organ- 
ized. W.R. Grace & Co. organized the Atlantic & Pacific Line; 
the International Mercantile Marine Company organized the 
Panama-Pacific Line; and another was established by Crowell 
and Thurlow. Intermittent coastwise services, too, were inau- 
gurated by Sudden and Christenson, Swayne and Hoyt, and the 
Dollar Line. In addition to the coastwise services handled by 
these lines a certain amount was carried by the Panama Railroad 
Steamship Line for transshipment at the Isthmus; and by vari- 
ous tramp vessels and vessels operated by private concerns. 

The total traffic passing through the Panama Canal during 
the first 13 months of operation extending from August 15, 1914, 
to September 18, 1915, aggregated 6,706,915 tons of cargo. The 
canal was navigated by 1,519 vessels having a net tonnage of 
5,260,825 tons. Of this aggregate traffic, 2,236,502 tons of cargo 
consisted of coast-to-coast traffic, which was handled by 414 
vessels having a net tonnage of 1,616,759 tons. The coastwise 
shipments through the canal comprised 33% per cent of the 
waterway’s entire traffic. In fact, the coastwise business of the 
canal was the only portion of its traffic that was normal in vol- 
ume; the international traffic of the waterway was greatly de- 
pressed by the European war. F 


After September 18, 1915, the coast-to-coast traffic of the 
Panama Canal all but disappeared. The waterway was closed 
by slides in the Gaillard Cut throughout a period of more than six 
months. Meanwhile nearly all the vessels formerly engaged in 
the coast-to-coast business shifted to the foreign trade, the mag- 
net that attracted them being the unusually high ocean freight 
rates prevailing in the trade of the north Atlantic route between 
the United States and western Europe. While the war condi- 
tions resulted in exorbitant ocean freight rates in the foreign 
trade, coastwise freight rates via the Panama Canal and else- 
where were limited in a large measure by the freight rates of 
competitive rail lines. After the close of the war the coast-to- 
coast traffic of the Panama Canal gradually recovered. During 
the fiscal year 1922, it amounted to 2,688,610 tons of cargo, and 
comprised 24.7 per cent of the total cargo tonnage shipped 
through the canal. Steamship line services to the Pacific coast 
were maintained at New York, Portland, Me., Boston, Phila- 


delphia, Baltimore, Norfolk, Charleston, Mobile, New Orleans 
and Galveston. 


A large portion of the transcontinental traffic normally han- 
dled via the Panama Canal originates in and is destined to points 
in the Atlantic seaboard states. The transcontinental traffic of 
the railroads, which is larger in volume, on the contrary, moves 
mainly between the central west and the Pacific coast. Accurate 
figures of this railroad traffic are not currently reported. Some 


transcontinental traffic, of course, moves to and from the Atlantic 


seaboard by rail; and the steamship lines similarly obtain a 
portion of their traffic from points in the central west. In either 
case these shipments comprise a minor share of their total 
traffic, although it appears that the eastern trunk-line railroads 


are hauling more traffic from points as far west as the Ohio- 


Indiana state line to the Atlantic ports for transfer to the coast- 
to-coast steamship lines than was formerly the case. 

The railroads serving the south Atlantic and Gulf ports have 
also made an effort to divert a larger amount of transcontinental 
traffic to those ports for transfer to steamers operating through 
the Panama Canal. In a decision rendered March 25, 1922, the 
Interstate Commerce Commission authorized proportional rates, 
representing reductions from Chicago and related central west- 
ern points to south Atlantic and Gulf ports for application on 
traffic destined to the Pacific coast by steamship lines operating 
through the Panama Canal.* Those from Chicago and other 
points taking the same rates were reduced to the basis of the 
local rates in effect from Chicago to New York, and these rates 
also were adopted as maximum and minimum proportional rates 
from intermediate points south of Chicago. “The priary pur- 
pose . . . is to put the south Atlantic and Gulf ports on 
a parity with New York on traffic destined to the Pacific coast 
and to thus afford the southern lines an opportunity to secure 
some of the traffic now moving to the Pacific coast all-rail or 
through the north Atlantic ports by rail and water.” 


The geographical division of a large part of the respective 
shipments by the rail and coastwise carriers obviously has a 
bearing on the extent to which water competition may influence 
railroad charges. By increasing water competition, the Panama 
Canal tended (1) to reduce terminal rates on certain commodi- 
ties, and (2) either to reduce the rates to and from intermediate 
points somewhat or to readjust the relationship between terminal 
and intermediate points. In lesson No. 25, however, it was noted 
that many transcontinental commodity rates are blanketed 
throughout the central west and east; that others are graded 
according to definitely limited rate groups; and that the rela- 
tionship between terminal and intermediate rates is limited by 
the Interstate Commerce Commission. Since the competition of 
the coast-to-coast steamship lines affects mainly the traffic to 
and from the Atlantic coast states, the transcontinental rail 
carriers naturally hesitated generally to reduce their transcon- 
tinental charges, because such reduction would also apply to 
their much larger volume of central western traffic. They also 
hesitated freely to reduce their terminal rates if at the same 
time they were required to reduce the rates to and from inter- 
mediate points which normally are less subject to the influence 
of water competition. 


Rate Adjustments in 1914 and 1915 


What the ultimate effect of the canal competition will be 
has not thus far been fully determined. The importance of the 
canal as a rate factor has, however, been clearly shown by 
the occurrences of the past three years. 

Even before the opening of the Panama Canal a distinction 
was made between commodities according to the extent to which 
their rates were subject to water competition. In 1913, in an- 
ticipation of the opening of the canal, rail carriers filed tariffs 
calling for an increase in their westbound terminal rates on 
certain articles to or beyond their intermediate rates. The ad- 
vances were limited mainly to commodities not actually or po- 
tentially affected by water competition. After the tariffs were 
temporarily suspended by the Interstate Commerce Commission 
most of the disputed items were mutually adjusted, and the 
remaining advances, subject to certain modifications, were 4p- 
proved by the Commission (Transcontinental Commodity Rates 
Westbound, March, 1918). 

In 1914 the transcontinental railroads desired to reduce 
their westbound terminal rates on a large list of commodities 
on the grounds that they were especially subject to canal com- 
petition, but they were confronted by the percentage rate ad- 
justment, mentioned in lesson No. 25, which would automatic- 
ally cause a reduction in their inland rates in case they reduced 
the rates to the coast terminals. They therefore applied to 
the Commission for permission to modify the percentage rela- 
tionship so far as this list of commodities was concerned. 

The Commission recognized the changed conditions caused 
by the canal and on January 29, 1915, permitted the railroads, 
under certain limitations, to reduce the westbound terminal 
rates on certain articles without generally lowering their inter- 
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International Motor Trucks 
| For Low-Cost Hauling 


As the International Motor Trucks 
roll out of our dealer’s salesrooms 
and into the work of helping trans- 
portation men with their hauling 
problems, each truck is automatically 
“insured for life.” Each one carries 
a Free Inspection Service Policy 
which provides free inspection of the 
truck at regular intervals—with un- 
prejudiced reports on the _ truck’s 
condition. 
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This Free Inspection Service Policy 
is of real value to you—we suggest 
that you call on an International 
Motor Truck dealer and learn more 
about its various phases. And while 
you are there, look over the models. 
They range from the 2,000-lb. Speed 
at to the 10,000-lb. Heavy-Duty 
ruck. 





INTERNATIONAL HARVESTER COMPANY 


CHICAGO OF AMERICA 


(INCORPORATED) U Ss a 
93 BRANCH HOUSES IN THE UNITED STATES 





FOR EXPERT TARIFF COMPILATION 


The TARIFF DEPARTMENT of 
The Traffic Service Corporation 


Our Tariff Service includes— 


The compilation, printing and filing of freight and passenger tariffs. 


The compilation, printing and filing of tariff indexes and supplements thereto: 


Indexes are revised by a check against the public tariff file of the Interstate Com- 
merce Commission. 


Supplements to indexes are compiled from data obtained in our daily examination of 
all new tariffs and supplements filed with the Commission. You can keep your 
tariff file up-to-date by checking our index supplements against it. 


Special service in solving knotty rate and tariff problems. We offer you the 
benefit of our records and the experience gained by our staff of transportation 
experts in the daily study of live rate and tariff questions. 


The same policy of thorough, accurate work, by men of ability, which has been maintained 
in the various activities of The Traffic Service Corporation, governs in our tariff department. 


Estimates gladly submitted on any tariff publication. Write us today about your tariff problems. 


The Traffic Service Corporation 
SPECIAL SERVICE DEPARTMENT, Suite 505 Colorado Building, Washington, D. C. 
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mediate rates (Commodity Rates to Pacific Coast Terminals 
and Intermediate Points, February, 1915). The specific adjust- 
ment in that decision was as follows: 


From points on the Missouri River and in the territory west 
thereof (Zone 1) carload rates to intermediate points are not to exceed 
those to Pacific coast terminals, except for a list of twenty-eight 
articles or commodity groups which consist, for the most part, of 
various kinds of iron and steel manufactures. In the case of this 
excepted list the through rates, as filed by the carriers, may be less 
than the intermediate rates, provided that the rates to intermediate 
points in no instance exceed 75 cents per 100 pounds. 

Carload rates through to the Pacific seaboard from Zones 2, 3 and 
4 may be lower than the intermediate rates for articles listed in 
Schedule C (with the exception of six exempted commodities and of 
twenty-seven items that were withdrawn by the carriers from their 
petition), provided the rates to intermediate intermountain points 
from points in Zones 2, 3 and 4 do not exceed the rates from the 
Missouri River to the same destinations by more than 15, 25 and 35 
cents per 100 pounds, respectively. In the case of coal and pig iron, 
the rates to the Pacific coast may be lower than the rates to inter- 
mediate points, provided the intermediate rates do not exceed 5 mills 
per ton per mile. 

For commodities in Schedule C the through rates on less than 
carload shipments from points in Zone 1 may be lower than the rates 
to intermediate points ‘‘on all articles listed as first or second class 
in Western Classification upon which the rates to the terminals are 
less than $1.50 per 100 pounds, and on all articles listed as third or 
lower class on which the rates to the terminals are less than $1.25 per 
100 pounds, provided that on and after May 1, 1915, the rates to inter- 
mediate points on all such first and second class articles do not exceed 
$1.50 per 100 pounds, and on all such third or lower class articles, 
$1.25 per 100 pounds.’’ By the supplemental decision of April 30, 1915, 
the maximum less-than-carload rates to intermediate points on first 
and second classes may be $1.72 per 100 pounds when lower rates to 
the terminals are applicable. 

ss-than-carload commodity rates from points in Zones 2, 3 and 
4 to Pacific coast terminals, as filed by the carriers, may be lower than 
the rates to intermediate points, provided ‘‘the rates to intermediate 
points do not exceed the rates from the Missouri River to the same 
destinations by more than 25, 40 and 55 cents per 100 pounds from 


points in Zones 2, 8 and 4, respectively.’’ 
The Commission concluded that: 


Whatever may have been the degree of competition in the past 
between the rail carriers as to the rates on these articles concerning 
which additional relief is now sought, we are witnessing the beginning 
of a new era in transportation between the Atlantic and Pacific coasts. 
To secure any considerable percentage of this coast-to-coast traffic, 


rates on many commodities must be established by the rail lines 
materially lower than those now existing. 


The articles included in this decision are known as schedule 
C commodities and were referred to as such in the preceding 
lesson. The Commission did not extend similar relief from the 
ee clause to the commodities in schedules A 
an 4 

On April 30, 1915, this decision was supplemented by a 
second decision in which the rate adjustment to so-called “back- 
haul territory” was defined (Commodity Rates to Pacific Coast 
Terminals and Intermediate Points, May, 1915). The general 
practice in quoting rates to points in this territory, which ex- 
tends about 200 miles inland from the Pacific coast, was to 
give the shipper the option of selecting the through rates to 
back-haul points or the combination rates consisting of rates 


to the terminals plus the local rates back. The petitioners were 
now authorized to— 


construct rates upon the commodities listed under Schedule C, named 
in said report of January 29, 1915, from eastern defined territories to 
points intermediate to Pacific coast ports by taking the full terminal 
rates and adding thereto arbitraries varying with distance from the 
nearest port not exceeding 75 per cent of the local rate from the 
nearest port to each destination, provided that in no case shall the 
rates constructed as above described exceed the maximum rates to 


intermountain points hereinbefore prescribed. (Amended Fourth Sec- 
tion Order No. 124, April 30, 1915.) 


On March 1, 1916, the Commission granted special relief 
from the long-and-short-haul clause in the case of westbound 
rates on specific iron and steel products (Rates on Iron and 
Steel Articles from Pittsburgh Territory to Pacific Coast Ports, 
March, 1916). The readjustment of the eastbound structure was 
less extensive, but in 1915 the Commission also extended special 
relief from the long-and-short-haul clause in the case of various 
important California commodities, including asphaltum, barley, 


beans, canned goods, dried fruit and wine shipped eastward via 
rail-and-water routes. 


Readjustment in 1916 and 1917 


Shortly after the canal was obstructed by slides in Sep- 
tember, 1916, and the principal coast-to-coast vessels were at- 
tracted to the European trade by exorbitant ocean freight rates, 
the Commission was petitioned by various intermountain cities 
to rescind the special rate adjustments that it had permitted. 
The Commission heeded the contention for the time being, be- 
cause water competition via the Panama Canal was greatly 
reduced 

On June 5, 1916, the Commission rescinded its former or- 
ders regarding schedule C commodities; also its previous order 
authorizing special rates on iron and steel from Pittsburgh and 
related points, and its previous order regarding the rates on 
California products. The transcontinental railroads thereupon 
filed tariffs in which they proposed to advance their schedule 
C rates to Pacific coast terminals. On August 31, 1916, however, 
before the new tariffs became effective, they were suspended by 
the Commission until December 30. The railroads then made 
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an effort to come to an understanding with the complaining 
shippers so as clearly to define the issues which the Commis- 
sion needed to adjust. Later, on October 21, 1916, the Com- 
mission reopened the entire long-and-short-haul question. 

Before hearings, which had been set for November and De- 
cember, could be held, the Commission, November 14, 1916, 
announced that a temporary compromise between the railroads 
and shippers had been arranged. The Commission authorized 
the transcontinental railroads to cancel all the protested tariffs 
and instead to increase their terminal rates on class C commod- 
ities, subject to a maximum increase of 10 cents per 100 pounds 
on carloads and 25 cents per 100 pounds on less-than-carload 
shipments. It was also understood that the intermediate rates 
on these articles, when shipped to points taking intermediate 
rates from the Missouri River and points west, would be in- 
creased to the level of the advanced terminal rates, subject to 
the same maxima; and that the rates to intermediate points 
from rate groups A to E, which extend from the Atlantic coast 
to the Missouri River, would not be advanced. It was similarly 
understood that the eastbound carload rates via rail-and-water 
routes through Galveston on the various California commodities 
mentioned above would be increased to the extent of 10 cents 
per 100 pounds; and that the all-rail eastbound rates on Cali- 
fornia canned goods to eastern defined territories would be ad- 
vanced from 62% cents to 721% cents. 

Later, on June 30, 1917, the Commission rendered a sweep- 
ing decision in which all previously approved adjustments per- 
mitting westbound commodity rates to Pacific terminals to ex- 
ceed those to intermediate points were suspended. The Com- 
mission ruled (1) that after October 15, 1917, the westbound 
commodity rates to the coast terminals may not be lower than 
the rates on like traffic to intermediate points; (2) that existing 
westbound terminal rates on certain commodities are not unrea- 
sonably low and have not been induced by water competition; 
(3) that the existing westbound terminal rates on other com- 
modities in schedules B and C are unreasonably low; and (4) 
that the eastbound rates on barley, beans, canned goods, as- 
phaltum, dried fruit and wines from Pacific terminals via rail- 
water routes through Galveston to the Atlantic seaboard should 
be readjusted to comply with the long-and-short-haul clause. 

The general enforcement of the long-and-short-haul clause 
was due to the temporary cessation of coastwise shipments 
through the Panama Canal. The Commission emphasized that 
“the present situation, however, as to the water competition is 
beyond dispute. There is no existing competitive necessity by 
reason of water service between the two coasts which warrant 
the rail carriers in maintaining under present circumstances 
lower rates to the Pacific coast than are normal and reasonable 
or lower than to intermediate points.” With reference to west- 
bound commodity rates not materially affected by water com- 
petition, the Commission expressed the view that the required 
realignment in conformity with the long-and-short-haul clause 
should be permanent. Concerning other westbound commodity 
rates, however, it stated that “the realignment on these articles 
probably cannot be maintained permanently. 


Readjustments, 1918-1922 


In the spring of 1918, shortly after rates to the Pacific coast 
terminals and intermediate points had been adjusted, in accord- 
ance with the Commission’s long-and-short-haul decision of 1917, 
intermountain shipping interests attempted to follow up their 
immediate advantage by requesting lower rates on all commodi- 
ties to intermountain territory than were currently in effect to 
the coast terminals. Their plea was first directed to the Rail- 
road Administration and later to the Interstate Commerce Com- 
mission. The Commission in its decision of March 29, 1921, how- 
ever, refused to order the transcontinental carriers to grade their 
rates as requested. Coastwise traffic through the Panama Canal 
had not at that time recovered its pre-war position, but water 
competition was rapidly becoming a rate factor. The Commis- 
sion made the following statement: 


It is, nevertheless, certain that there is now sufficient transporta- 
tion by water and ample indication that it will further develop and 
increase to warrant the belief that within a comparatively short time 
it will reach a point where it will be felt in a serious loss of tonnage 
by the rail lines unless they have available appropriate measures to 
meet the situation. There is not the strife and rivalry that formerly 
characterized the coexistence of these two modes of transportation to 
and from the Pacific coast, but as between these separate sets of 
earriers there is that natural and well-grounded fear of each other’s 
ascendency and power, sufficient, especially in view of the existing 


movement by water, to warrant a finding that there is actual com- 
petition at the present time. 


_As the coast-to-coast traffic moving by water continued to 
increase the transcontinental railroads filed a series of fourth 
section applications which were the bases of the recently decided 
“transcontinental cases of 1922.”+ They requested relief from 
the provisions of the long-and-short-haul clause on a long list of 
commodities moving between eastern defined territories and the 
Pacific seaboard. 

Though the return of coast-to-coast water transportation is 
a well-established fact, the Commission denied the relief re- 
quested by the carriers “except on asphalt, barley, beans, canned 


7 74 1. C. C. 48-98, Nov. 11, 1922. 
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goods, including condensed milk, dried fruits in boxes and in 
sacks, or mixed, and rice, from California terminals to New York 
City only, via Galveston, and on crude sulphur, from Louisiana 
and Texas, to California and north Pacific terminals, the rates 
proposed to the latter being 65 cents, or 10 cents higher than 
to the California terminals.” (See Traffic World, Nov. 18, 1922, 
p. 1059.) Coincidentally, the Commission denied the relief from 
the long-and-short-haul clause as to existing and proposed rates 
on wool.t 

The Commission contends that the general principle govern- 
ing water competition as a railroad rate factor has been changed 
by the provisions of the transportation act of 1920. Reference 
is made to the amendment of the fourth section by inserting 
the following provisions: “The Commission shall not permit 
the establishment of any charge to or from the more distant 
point that is not reasonably compensatory for the service per- 
formed;” also the phrase, “and no such authorization shall be 
granted on account of merely potential water competition not 
actually in existence.” The Commission further called attention 
to the provision contained in section 500 of the act of 1920: 
“It is hereby declared to be the policy of Congress to promote, 
encourage and develop water transportation service and facilities 
in connection with the commerce of the United States, and to 
foster and preserve in full vigor both rail and water transporta- 
tion;” and to certain provisions contained in section 8 of the 
Merchant Marine Act of 1920 which also denote the wish of 
Congress to foster water transportation. 


In interpreting the meaning of the words “reasonably com- 
pensatory,”’ the Commission stated: 


A rate properly so described must (1) cover and more than cover 
the extra or additional expenses incurred in handling the traffic to 
which it applies; (2) be no lower than necessary to meet existing com- 
petition; (3) not be so low as to threaten the extinction of legitimate 
competition by water carriers; and (4) not impose an undue burden 
on other traffic or jeopardize the appropriate return on the value of 
carrier property generally, as contemplated in Section 15a of the act. 
It may be added that rates of this character ought, wherever possible, 
to bear some relation to the value of the commodity carried and the 
value of the service rendered in connection therewith. We also find 
that where carriers apply for relief from the long-and-short-haul 
clause of the fourth section and propose the application of rates which 
they designate as “reasonably compensatory,’’ they should affirm- 
atively show that the rates proposed conform to the criteria indicated 
above. It goes without saying that carriers should not propose rates 
or rate structures for approval in a fourth-section application which 
create infractions of other provisions of the interstate commerce act, 
and particularly of Section 3 


It was held that the request of the all-rail transcontinental 
lines for relief from the long-and-short-haul clause did not con- 
form to these general principles. 





$741. C. C. 99-104, Nov. 11, 1922. 
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Edward H. Downing, agent of the Munson Line at Balti- 
more, died December 17. 

Charles P. Gaither, agent at Boston for N. & W. Railway 
interests, died last week. 

The Alabama & Vicksburg Railway Company and the Vicks- 
burg, Shreveport & Pacific Railway Company announce the 
appointment of W. J. Tremaine, assistant general freight agent, 
with headquarters at New Orleans, vice H. J. Niemann, pro- 
moted, and John F. Hardin, assistant general freight agent, 
with headquarters at Vicksburg, Miss., vice W. J. Tremaine. 

E. H. Potter is appointed general agent of the New York 
Central Railroad Company, with headquarters at South Bend, 
Ind. 

Eugene Fox has been elected vice-prisident, in charge of 
traffic, of the El Paso & Southwestern Company, effective Jan- 
uary 1. Other appointments are as follows: W. C. Barnes, 
traffic manager, El Paso, Tex.; Garnett King, assistant traffic 
manager, San Francisco, Cal.; W. S. Dawson, general freight 
agent, El Paso, Tex.; John D. Mason, general passenger agent, 
El Paso, Tex.; H. D. McGregor, assistant general passenger 
agent, E] Paso, Tex.; C. F. Arnold, general agent, San Francisco. 

The Southern Cypress Manufacturers’ Association announces 
the appointment of F. W. Welch as assistant traffic manager, 
with headquarters at Jacksonville, Fla. 


SS 


DOINGS OF THE TRAFFIC CLUBS 


President Banham, of the Associated Traffic Clubs of 
America, on December 19 had received notification from 24 mem- 
ber clubs that they had ratified the resolution adopted at the 
St. Louis convention with regard to the fitness of appointees 
to ‘the Interstate Commerce Commission. He expected to re- 
ceive ratificat’ ngs from ten other clubs in the next few days 
and to sub:..* the matter to the President of the United States 
on Decc: r 22. There are now 39 member clubs of the na- 
tional <.sociation. The latest clubs to join are: Marion (O.), 
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Kalamazoo, Evansville, Sioux City and the Transportation Club 
of San Francisco. 





The Traffic Club of Kansas City held its last noonday lunch- 
eon of. this year December 19. It was designated as “Lumber- 
men’s Day.” The speakers were W. S. Dickason, president of 
the Southwestern Lumbermen’s Association, whose subject was 
“The Lumber Industry as Relating to the Carriers,” and F. A, 
Chase, manager building and loan department, Southwestern 


Lumbermen’s Association, who spoke on “Building Better Busi- 
ness.” 





The Transportation Club of Tulsa has elected the following 
officers for the year 1923: President, A. C. Wilson, C. F. A, 
Frisco R. R., Kennedy Bldg., Tulsa, Okla.; first vice-president, BE, 
C. Kitching, D. F. A., Santa Fe R. R., Atlas Bldg., Tulsa, Okla.; 
second vice-president, W. R. Martin, G. A., Pennsylvania System, 
Exchange National Bank Building, Tulsa, Okla.; third vice-presi- 
dent, W. W. Stumph, T. M., Oklahoma Tool & Supply Co., Tulsa, 
Okla.; director for three years, A. C. Holmes (retiring president), 
T. M., Empire Refineries, Inc., Tulsa, Okla.; secretary, R. C. 
Hughes (re-elected), C. C. Wabash Ry. Co., Kennedy Bldg., Tulsa, 
Okla.; treasurer, J. M. C. Usher (re-elected), Price Sand Co., 
Tulsa, Okla. The club, at its next meeting, will vote on the ques- 
tion of holding noonday meetings once a week. 





The annual meeting of the Association of Railroad and Steam- 
boat Agents of Boston will be held January 6, at Young’s Hotel, 
at 5 p.m. Dinner will be served at 6:30. 


BOOK BY W. J. CUNNINGHAM 


In “American Railroads: Government Control and Recon- 
struction Policies,” by William J. Cunningham, A. M., James J. 
Hill, professor of transportation, Graduate School of Business 
Administration, Harvard University, the author gives intimate 
glimpses of the variety of factors which are involved in the 
current transportation problems. Each chapter is a study of 
significant railroad events and operating policies. To provide a 
setting for the detailed discussion of the period of federal con- 
trol and the outstanding problems of today, the author first gives 
a brief summary of the development of railroad regulation. He 
then takes up the problem of the railroads under government 
operation, and in the remaining chapters throws light on some 
of the “high spots” in railroad management and public relations 
at the present time. . 


Essentially the volume is a review of railroad events in the 
period 1917 to 1922, inclusive. The five years include the period 
immediately preceding Federal control, when the railroad execu- 
tives through the railroads’ war board operated the transportation 
systems under voluntary unification; the period of government 
operation from December 26, 1917, to March 1, 1920, and the 
period up to July, 1922, of resumed private operation under the 
provisions of the transportation act of 1920. 


The table of contents suggests the scope of the book: 
Chapter 1—Introduction; 2—The Railroad Situation During the 
Decade 1906-1916; 3—The Railroads’ War Control; 4—Com- 
pulsory Unification Under Federal Control; 5—The Contract Be 
tween the Government and the Railroad Companies; 6—Policies 
of Unification; 7—Standardizing the Design of Equipment; 8—Ac- 
counting and Statistical Innovations; 9—Passenger and Freight 
Service in 1918; 10—Increases in Freight and Passenger Rates in 
1918; 11—Labor Policies During the First Year of Federal Con- 
trol; 12—Operating Results of 1918; 13—The General Situation 
in 1919; 12—Relations With State Commission; Attitude on Rate 
Adjustments in 1919; 15—Upkeep of Physical Property; 16—Ad- 
ditions and Betterments During Federal Control; 17—Post-War 
Labor Policies of the Director General; 18—Financial Results of 
Entire Period of Federal Control; 19—How Far the Policies of 
Unification Have Proved Permanent; 20—Political Influence Dur- 
ing Federal Control; 21—The Transportation Act of 1920; 22— 
Railroad Events in 1920; 23—A Review of the Year 1921; 24— 
The Situation in July, 1922. Appendix—The President’s Procla- 
mation and Statement to Congress, The Federal Control Act, The 
Standard Contract, The Accomplishments of the United States 
Railroad Administration in Unifying and Standardizing the 
Statistics of Operation. 





RAILROAD SETTLEMENTS 


The Director-General announced this week he had effected 
a final settlement with the Southern Pacific and subsidiaries 
by the payment of $9,250,000 to the company. 

The Commission has certified to the Secretary of the 
Treasury that $16,805.46 will make good the guaranty to the 
New Orleans, Natalbay & Natchez Railway Company. 

The Commission has certified to the Secretary of the 
Treasury that $10,547.80 will make good the guaranty to the 
Harriman & Northeastern Railroad Company. 

The Commission has certified to the Secretary of the Treas 
ury that $46,185.63 is due the New Orleans, Natalbany & Natchez 
Railway Company under section 204 of the transportation act. 


December 23, 1922 THE TRAFFIC WORLD 


26 
ae a * 

" rans-Pacific Service 
.ch- 
er- 

DMIR ORIENT INE. 
Vas 
ern 
usi- 
o VLADIVOSTOK cr 

A, DAIREN_ ae Pe Se . 
, B. TA-KUe aft - . & 
la.; “I e . ~« 

em, 2 Ys Me, 
esi- fang 4 Taoetee hoe ™“"' e VANCOUVER 
isa, : OBE, oe ~ oe 
nt), OF 3K ® YOKOHAMA “s.,,. Alen kel>in 
ee 


{SEATTLE 


e TACOMA 


“ | "ANGHa, fast American RE oreo 


1 on ny fic SAN 
a; ‘Trans Pacific” a3 



































con- D 7” ® e 
2s J. : LOS ANGELES % 
- : v : SAN DIEGO §& 
y of 5 
: @ = - é 
eo : : Ship via the short northern route—the quickest route 
zives BAS to the Orient. An express service at freight rates by 
a ° : . 
Be 39 an American company for American shippers, be- 
some : tween 
tions . ‘ 
t Puget Sound and Yokohama, Kobe, Shanghai, 
a the " Hong Kong and Manila 
erio e 
xecu- wT Co-operation 11 days to Yokohama 16 days to Shanghai 
ation 2 one 
wie and the Opportunities 13 days to Kobe 20 days to Hongkong 
the f Oriental Trad 24 days to Manila 
re ae ee OUTWARD SAILINGS—from Seattle 
call ene qaeetion, hanmien now Fc 
ook: plenty of serviceable ships, -Ooviding 
g the unsurpassed passenger and freight a December 25 
‘Cas commodations to the Orient. January 1 
ct Be- To insure America as a nation of January 15 
licies ship ig and eoueeees. dominant **WHEATLAND MONTANA....January 20 
among the powers—not merely é 
3—Ac- secondary factor on the merchant seas ***HANLEY February 17 
reight or a profitable customer for foreign , ‘ 
tes in competition—these ships must _ be * Combination freight and passenger, length 535 feet, 21,000 tons, speed 
- Con- operated with full holds. 17% knots. Through bills of lading issued in connection with our Hong- 
. ' 2 ; ; : kong-Java feeder service. ; 
lation _Trade with the Orient, China espe- ** Cargo berth service to North China, Shanghai, Yokohama, Kobe, Vladi- 
Rate y cially, affords ever-increasing possi- vostok and Hankow. 
hh bilities. A great merchant marine on *** Cargo berth service to Japan, South China and Philippine Islands. 
—A the Pacific means the most logical 
t-War medium for building up this trade, in- * . 
its of creasing revenue and America’s marine For rates, space and other information apply: 
; influence. 
eo ie cel nag New York: 17 State Street, Phone Bowling Green 5625 
(> x4 Aside trom 1e 2st rs : ° ° 
 99— and cents, ‘greater cooperation with San Francisco: 60 California Street. 
: American ship operators is a wise, i ~ 
24 constructive  proavatn—one that tag. oe: Fe aa jase & Trust Bldg., 112 W. Adams St., 
>rocla- bear cumulative profits in succeeding one Randolp 
t, The years. Los Angeles: 322 Citizens Bank Building 
~~ Seattle: 409 L. C. Smith Building 
L. L. BATES, Gen’] Freight Agent, SEATTLE, WASH. 
ffected 


diaries 


7 Operating 
U.S. Government Vessels 


of the 
to the 


Treas: 
Jatchez 
on act. 





1386 THE TRAFFIC WORLD 





Digest of New Complaints 


No. 14259, Sub. No. 1. Dybeck Grain Co., Fargo, N. D., vs. Great 
Northern et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on | howe from Fargo, N. D., to Minneapolis, because 
of application of switching charges. Asks cease and desist order; 
that the Great Northern be required to operate main track, yard 
track and sidings of the Minneapolis Western as part of the ter- 
— property and facilities of the Great Northern, and repa- 
tation. 

No. 11444, Sub. No. 1. In the digest of complaints in The Traffic World 
Ra 28, page 938, No. 14444 should have been No. 11444, 

ub. No. 1. 

No. 14313, Sub. No. 1—American Asphalt Roof Corporation, Kansas 
City, Mo., vs. Arkansas & Louisiana Missouri Ry. Co. et al. 

Unjust, unreasonable, discriminatory, prejudicial and unlawful 
rates on prepared roofing, asphalt shingles, building and roofing 
paper, roofing cement and other articles used in connection there- 
with and usually given the same ratings and tariffs, from Kansas 
City to points in Missouri, Arkansas, Texas, Oklahoma, New 
Mexico and Louisiana, west of the Mississippi River. Asks cease 
and desist order, through joint commodity rates which are actually 


and relatively uniform, just, reasonable, non-discriminatory and 
non-prejudicial. 


No. 14471. Jones & Dillingham, Spokane, Wash., vs. Director General, 
as agent, Wabash et al. 
Unjust and unreasonable rates on one mixed carload of barytes 


pom whiting from Luther, Mo., to Spokane, Wash. Asks repara- 
on, 


No. 14471, Sub. No. 1. Same vs. Same. 

; come complaint and prayer as to other shipments of same com- 
m es. 

No. 14472. Dolese Brothers Co. et al., Chicago, Ill., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates, also in violation of the aggregate-of-intermediate-rates pro- 
vision of section 4, on stone, broken and crushed; rubble; rip-rap 
and agricultural limestone from Buffalo and Linwood, Iowa, to 
destinations in Illinois, Wisconsin, Indiana and Missouri. Asks 
cease and desist order, just, reasonable, non-discriminatory, non- 
preferential and non-prejudicial rates and reparation. 

No. 14473. Dufur Orchard Co-Owners Company et al., Dufur, Ore., vs. 
Aberdeen & Rockfish et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
apples from Dufur to eastern destinations. Asks rates no higher 
than those from The Dalles, Ore., and other points to the same 
destinations, and reparation. 

No. 14474. S. B. Locke & Co., Muskogee, Okla., vs. Kansas City South- 
ern Ry. Co., Director General, as agent. Pies 

Unjust and unreasonable rates on cotton because defendants did 
not establish tariffs providing for the compression of cotton at 
Sallisaw, Okla., effective September 1, 1919. Asks reparation on 
shipments made before tariff became effective. 

No. 14475. The Babcock & Wilcox Co., New York, N. Y., vs. Director 
General, as agent, Pennsylvania et al. 

Unjust, unreasonable, prejudicial and preferential rates exceed- 
ing the aggregate of intermediates on iron and steel angles and 
other steel articles from points in Pennsylvania to Barberton, O. 
Asks reparation. ; 

No. 14476. orthwestern Coal Dock Operators Association, Minne- 
apolis, Minn., vs. Chicago & Alton et al. 

Complainant alleges that it is unduly prejudiced by defendants 
in violation of section 3 by reason of the rates charged on bitu- 
minous coal from Lake Superior points to destinations in Iowa, 
Minnesota, North and South Dakota, and that mines in Illinois, 
Arkansas, Wyoming and Montana are unduly preferred by reason 
of the rates charged from those points of origin to the same 
destinations in Iowa, Minnesota, North and South Dakota. Asks 
cease and desist order, just, reasonable and nonprejudicial rates. 

No. 14477. C. Reiss Coal Company et al., Sheboygan, Wis., vs. Ahna- 
pee & Western et al. 

Complainants, who operate coal docks at Milwaukee, Sheboygan, 
Manitowoc and Green Bay, Wis., allege that defendants have 
charged and are now charging on coal shipped from Lake Michi- 
gan docks rates in violation of section 1 and unduly prejudicial to 
complainants and unduly preferential to those who ship coal from 
mines in southern Illinois to destinations in Wisconsin in viola- 
tion of section 3. Asks cease and desist order, just, reasonable, 
nonprejudicial and nonpreferential rates. 


No. 14478. C. B. Cotton & Son, Horicon, Wis., vs. Minneapolis & 
Rainy River et al. 

Unjust and unreasonable rates in violation of the long-and- 
short-haul clause of the act on five carloads of lumber and lath 
from Big Fork, Minn., to Horicon, Wis. Asks reparation. 

No. 14479, The Fairmont Creamery Co., Green Bay, Wis., vs. American 
Railway Express Ca 

Unjust, unreasonable, unlawful and discriminatory rates on 
cream originating at points in the upper peninsula of Michigan 
to points in Wisconsin. Asks just and reasonable rates an 
reparation. 


No. hea oe (Miss.) Chamber of Commerce et al. vs. L. 
. et al. 

Unjust and unreasonable rates on sugar in carload lots from 
New Orleans, La., to Greenwood, Greenville, Yazoo City and Hat- 
tiesburg, Miss. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 14481. Linn Chapel et al., Elmira, N. Y., vs. Pennsylvania et al. 

Unjust, unreasonable, prejudicial and preferential rates on an- 
thracite coal from Shamokin and Hazelton, Pa., to Elmira, N. Y. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 14482. W. A. Paterson Co., Flint, Mich., vs. Pere Marquette et al. 

Alleges negligence and violation of section 1 in connection with 
—— of four automobiles from Flint, Mich., to Portland, Ore., 
and reconsigned to Los Angeles, Calif., because of delay in effect- 
ing reconsignment. Asks cease and desist order and reparation. 

No. 14483. Nebraska Bridge Supply & Lumber Co., Omaha, Nebr., vs. 
Santa Fe et al. 

Unjust and unreasonable rates on 1 car of bridge plank from 
Lonoke, Ark., to Deer Creek, Okla., and diverted to Nowota, Okla. 
Asks reparation. 

No. 14484. Paul Villere, Trustee of John P. Rausch Co., Inc., Bank- 
rupt, New Orleans, vs. Director General as agent, New Orleans 
Great Northern et al. 


Unjust and unreasonable rates on numerous cars of pine tar 
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from various points in Louisiana to Galveston, Texas. Asks 
reparation. 


No. 14485. Alan Wood Iron and Steel Co., Philadelphia, Pa., vs, 
Director General as agent. 


Unjust, unreasonable, discriminatory, preferential or prejudicial 


rates on fluxing stone between points in the Swedeland (Pa.) 
switching district. Asks reparation. 


No. 14486. Luria Bros. & Co., Inc., Reading, Pa., vs. Director General 
as agent. 


Unjust and unreasonable rates on 45 carloads of scrap iron from 
Hazelton, Pa., to Reading, Pa. Asks reparation. : 
No. 14487. The Cleveland Sand and Gravel Co., Cleveland, Ohio, vs, 
Director General, as agent, B. & O 


Unjust, unreasonable, preferential and prejudicial rates on sand 


— Thornberg Station, Ohio, to Cleveland, Ohio. Asks repara- 
on. 


No. 14488. Traffic Bureau, Davenport Chamber of Commerce, et al., 
Davenport, Iowa, vs. Director General, as agent. 

Attacks rates and charges on bituminous coal from mines in 
Illinois to Moline, East Moline, Rock Island, Illinois, Davenport 
and Bettendorf, Iowa, as unjust, unreasonable, discriminatory, 
preferential and prejudicial. Asks reparation. 


No, 14492. Fall River & Norfolk S. S. Co., Inc., Brooklyn, N. Y., vs. 
Seaboard Air Line et al. 


Alleges defendants have refused to concur in rail and water 
rates with complainant and says latter would be satisfied if the 
same through rates now in effect via the Merchants & Miners 
Transportation Co. in connection with defendants are established 
with the complainant’s line. Asks Commission to require defend- 
ants to correct situation complained of. 


ATTACKS I. C. C. JURISDICTION 


The Traffic World Washington Bureau 


The Grand Prairie .& Northern Railway, which has on 
file with the Commission an application for a certificate of 
public convenience and necessity authorizing construction of 
about three-fourths of a mile of railroad in Texas, contends in 
a brief filed by counsel, that the Commission has no jurisdic- 
tion to grant a certificate of convenience and necessity when 
it is shown that the railroad is a short industrial line, organized 
under a special statute of a state and that it is not likely 
that interstate commerce will ever pass over the line. 

The company says it filed the application in question 
merely because of the fact that in correspondence between it 
and the Commission, the latter took the position that is was 
necessary for the company to get the Commission’s approval. 
It says further that the proposed line will connect with the 
Texas & Pacific and be used almost entirely in the hauling 
of 750,000 cubic yards of gravel to Dallas and Fort Worth. 

Counsel refers to the decision of the Supreme Court in 
Texas vs. Eastern Texas R. R. Co., in which the court held 
in effect that the Commission may authorize the abandon- 
ment of railroads as to interstate commerce, and says that 
the decision is directly applicable to the power of the Com- 
mission in connection with the building of a new road when 
it is merely a short line which will engage entirely in intra- 
state business. 

It is charged in the brief that the evidence shows conclusively 
that the Texas & Pacific refuses to move the gravel offered 
for transportation and that it is for that reason alone that the 
applicant was organized and is attempting to do business. The 
applicant asks that the Commission find that it has no juris- 
diction or that it grant the certificate. 


CHICAGO TERMINAL SECURITIES 


The Chicago Warehouse & Terminal Company has filed an 
application with the Commission to secure approval of an issue 
of $150,000 of 5-year notes, which are to be sold to the Chicago, 
Burlington & Quincy Railroad Company. The company said the 
proceeds of the notes were to be used in the construction of 
new tunnels and elevator shafts necessitated by the removal of 
the Burlington company freight station facilities to a point 
immediately south of the present location, this being a part of 
the changes necessitated by the Union Station Terminal project. 
The notes will bear 5 per cent interest. 

The applicant said it now owned and operated in Chicago 
four universal freight stations at which less than carload freight 
was received from and delivered to shippers, various terminal 
connections with commercial houses through which less than 
carload merchandise was handled, and terminal facilities of 
various railroad freight stations, including that of the Burlington, 
through which less than carload freight was handled. 

“The terminal facilities of the applicant are connected by 
a system of tunnels owned and operated by the Chicago Tunnel 
Company,” the applicant stated. “As a part of the new Union 
Station Terminal project in Chicago, the Burlington company 
freight station facilities are to be removed to a point immediately 
south of their present location. In order properly to serve the 
public it is, therefore, necessary for the applicant to construct 
new terminal facilities in order to connect with the new freight 
station of the Burlington company, and it is only by means ol 
such new construction that the applicant, in connection with 
the Chicago Tunnel Company, will be able to continue affording 
to the public the service in the receipt and delivery of less 
than car load freight which it now affords at the present freight 
station of the Burlington.” 
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PUBLIC COTTON WAREHOUSE 


NEW ORLEANS 


(Second Port, U.S. A.) 


No Congestion—No Delays 


THE NATURAL OUTLET—THE NATURAL PORT OF ENTRY 


for the Exports and Imports of the Mississippi Valley . 
The port has ample facilities for handling all classes of freight regardless of quantity. 






An Unobstructed Deepwater Harbor 


An open port—not only free of congestion, thus obviating delay from that cause, but never closed on 
account of climatic conditions. 


91 steamship lines engaged in foreign service in addition to bi-weekly sailings 
to Atlantic Seaboard and seven sailings monthly to Pacific Coast points. 





Ten Trunk Line Railroads. The Mississippi Warrior Service 
Crane and derrick facilities ranging from 15 to 150 tons capacity. 


Oil storage and refineries, coal handling plants, grain elevators, cotton warehouses, 
with unlimited capacities for through movement. 


Special Equipment for Handling Coffee, Rice, Tropical Fruits. 


NINE MILES OF DOCKS AND PORT UTILITIES 


Ample Banking Resources 
Unexcelled Warehouse Facilities, Unlimited Ship Service, Improved Methods 
Make of New Orleans an Ideal Concentration Point 


RATE ADJUSTMENTS ARE RIGHT 


For further information address 


Board of Commissioners of the Port of New Orleans 
(An Agency of the State of Louisiana) 


NEW ORLEANS, LA. 
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TERMINAL UNIFICATION CASE 


The Trafic World Washington Bureau 


With a view to determining what, if anything, it could or 
should do to aid the states of New York and New Jersey to 
unify and develop the terminals in New York, the Commission 
has initiated a proceeding, on its own motion, after consultation 
with officials of the Port of New York Authority, docket No. 
14490, on which it will hold hearings hereafter. The Port of 
New York Authority has been authorized, by statutes of New 
York and New Jersey, to unify the terminals. Congress has 
approved the agreement between the two states. The Com- 
mission, however, regulates commerce between the state and 
has the power to compel physical connections between the fa- 
cilities of different railroads or the joint use of terminals. 

Thus far the manner and the extent to which the railroads 
centering around the metropolitan district are to participate 
in the unification and extension of the facilities has not been 
determined. The railroads have taken little or no part in the 
creation of the organization that shall have power over the 
metropolitan district. It is thought the Commission may have 


to exert some of its power to bring about unification of existing. 


properties with the properties the Port of New York Authority 
has planned to create. 

Immediately after the Commission issued its announcement 
with regard to the proceeding it had instituted the Port of New 
York Authority. made public in Washington the following con- 


cerning the conferences and the initiation of the Commission 
proceeding: 


Recent conferences between the Port of New York Authority and 
the Interstate Commerce Commission, looking toward co-operation 
between the two bodies in carrying out the first steps necessary to 
put the Comprehensive Plan of the Port Authority into action, today 
terminated in the announcement from the Interstate Commerce Com- 
mission that orders have been issued to the trunk line railroads 
entering the Port of New York to appear before the Interstate Com- 
merce Commission and show cause why the unification of terminal 
facilities at the Port of New York should not go forward. 

When the President on July ist last signed the Congressional 
Resolution approving of the Comprehensive Plan adopted by the 
states of New York and New Jersey, the Port of New York Authority 
became “authorized and empowered” to effectuate the plan. In 
addition to this Federal power, the statutes of the two states vested 
in the Port Authority ‘all necessary and appropriate powers not 
inconsistent with the Constitution of the United States or of either 
state’ to carry it out. But since the power to regulate foreign and 
interstate commerce is vested in the United States Government, and 
since the belt lines, tunnels, etc., forming part of the railroad part 
of the plan, involve interstate commerce, it is through the Con- 
gressional mandate that, in this latter field, the Port Authority must 
act. The Comprehensive Plan thus enacted into Federal law re- 
quires that terminal operations within the Port District shall so 
far as practicable be unified and also requires that so far as practic- 
able existing facilities shall be utilized. 

Unification of existing rail facilities and the construction of ad- 
ditional belt lines to link together the various sections of the Port 
District comprise the main features of the comprehensive plan for 
the developent of the Port of New York as prepared by the Port 
Authority and approved by the legislatures of New York and New 
Jersey and the Congress of the United States. 

Recognition of the desirability and effectiveness of joint co-op- 
erative effort between the Interstate Commerce Commission and 
the Port of New York Authority furthers the carrying out of the 
program and makes it possible to carry out the will of the States of 
New York and New Jersey and the Congress of the United States, 
with reasonable expedition. 

The railroads affected by the Interstate Commerce Commission’s 
order are the following: 

Pennsylvania Railroad Company, Central Railroad Company of 
New Jersey, Lehigh Valley Railroad Company, Baltimore & Uhio 
Railroad Company, Erie Railroad Company, Delaware, Lackawanna 
& Western Railroad Company, New York, Ontario & Western Rail- 
road Company, New Yor Susquehanna & Western Railroad Com- 
pany, Erie Terminal Railroad Company, Hoboken Shore Railroad 
Company, New Jersey Junction Railroad, National Docks Railroad 
Company, New York Central Railroad Company, New York, New 
Haven & Hartford Railroad Company, Long Island Railroad Com- 
pany, New York Connecting Railroad Company, Staten Island Rapid 
Transit Company, Erie & Fort Lee Railroad Company, Philadelphia 
& Reading Railroad Company, West Shore Railroad Company. 

In addition to the belt line and waterfront line, the Port Au- 
thority plans a tunnel under the Upper Bay from the railroad classi- 
fication yards at Greenville, Jersey City, to Bay Ridge, Brooklyn 
to tie up with the New York Connecting Railroad. This tunnel in 
conjunction with the so-called middle belt line in New Jersey is 
called the backbone of the entire comprehensive plan. 

Special studies with a view of determining the necessity and 
desirability of the belt lines have been made by the Port Authority. 
The facts which engineers and statisticians have secured in several 
months of intensive study will be laid before the Interstate Com- 
merce Commission. 


LOAN TO NORFOLK SOUTHERN 


The Commission has approved a loan of $355,000 to the 
Norfolk Southern to aid in the purchase of reconstructed freight 
cars. The Commission under date of February 9, 1921, approved 
a loan of $311,000 to the carrier but withheld action on the part 
of the application now approved. 


me 





c. P. & ST. L. ABANDONMENT 


Bluford Wilson and William Cotter, receivers of the Chicago, 
Peoria & St. Louis Railroad Company, have applied to thé 
Commission for authority to abandon the entire line of railroad 
which extends from Pekin to East St. Louis, Ill., with branch 
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lines from Havana to Jacksonville, and from Lock Haven to 
Grafton, Ill. The total mileage is 237.44 miles. 

The receivers said in their application that since the end 
of federal control they have been unable to pay the costs of 
operation from revenues and had been compelled to accumulate 
large deficits; that they had been unable to pay taxes of approxi- 
mately $120,000, due April 1, 1922, with the result that the taxing 
authorities of Illinois are threatening sale and forfeiture of 
the property, and that they had had great difficulty in procuring 
credit on which to continue operations. They also say they 
had been unable to sell receivers’ certificates. 


WICHITA FALLS & SOUTHERN SECURITIES 


The Commission has dismissed a supplemental application 
of the Wichita Falls & Southern Railroad Company for authority 
to issue in addition to securities heretofore authorized $177,300 
of noncumulative preferred stock. The company said it did not 
wish to press the application at this time. 


COMMISSION CORRECTS REPORT 

In Valuation Docket No. 310, Virginia & Southern Railway 
Company, the Commission has issued an order stating that the 
figures $11,947, 564 as the final value of the total owned property 
were inserted as the result of a clerical error and that the figures 
should have been $11,447,064. The time in which the company 
may protest was extended from, on or before 30 days from 
November 21, to the same period from December 19. 


DETROIT & MACKINAC BONDS 


The Detroit & Mackinac Railway Company has been author- 
ized by the Commission to sell not exceeding $450,000 of first-lien 
bonds at not less than 80 per cent of par and accrued interest 
The proceeds will be used for corporate purposes. The company 
proposes to sell the bonds to the Bank of The Manhattan 
Company of New York at 80. 


ERIE EQUIPMENT TRUST 
The Erie Railroad Company has been authorized by the 
Commission to assume obligation and liability in respect of 
$2,800,000 of equipment-trust certificates to be issued by the 
Commercial Trust Company of Philadelphia and to be sold at 
not less than 97 per cent of par in connection with the acquisi- 
tion of 60 locomotives at a total cost of $3,821,705. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. E. W. Swartz, Pres.; H. L. Sova- 
cool, Secy. 

Atlanta—tTraffic Club of Atlanta. 
S. W. Wilson, Secy.-Treas. 

Augusta (Ga.) Traffic Club. E. W. Matthews, Pres.; R. B. 
Arthur, Secy. 

Baltimore—tTraffic Club of Baltimore. 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. Stewart A. Colpitts, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
Henry Adema, Pres.; E. J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R. J. 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. J. 
master, Secy. 

Cincinnati—tTraffic Club of the Chamber of Commerce. J. W. 





G. E. Boulineau, Pres.; 


G. S. Harlan, Pres.; 


P. L. Ger- 


A. Brough, Pres.; E. S. Buck- 


.Flannery, Chairman; H. D. Berding, Secy. 


Cleveland Traffic Club. H. N. Sibbald, Pres.; F. A. Gideon, 
Secy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dallas, Tex.—The Traffic Club of Dallas. 
Pres.; A. S. Abbey, Secy.-Treas. 

Dayton, O.—Miami Valley 
Pres.; M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 

Des Moines Traffic Club. S. W.-Leigh, Pres.; C. A. Moore, 


A. C. Valentine, 
Traffic Club. T. T. Webster, 


> Secy.: : 


Denver Traffic Club. F. W. Myers, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. R. W. Lentz, Pres.; C. J: 
Hotchkiss, Secy.-Treas. 
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LQUATORIAL 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager EO. C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New Yook Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Ine. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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Detroit Transportation Club. . O. S. Dustin, Pres.; 
Cochrane, Secy. 


Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. A. L. Sarrels, Pres.; 
Secy.-Treas. 

Erie Traffic Club. J. D. Sterrett, Pres.; 
Secy. 

Evansville (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. R. Orr, Secy.-Treas. 

Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; L. F. Burckart, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. A. B. Waldron, Pres.; C. F. Laue, 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. T. BE. Me- 
Laughlin, Pres.; J. D. Quinn, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. B. Willard, Pres.; W. H. Cow- 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 

Houston Traffic Club. A. Kimbell, Pres.; F. A. Moulton, 
Secy. 

Indianapolis.—The Traffic Club of Indianapolis. J. G. 
Thomas, Pres.; G. N. Baker, Secy. 


Jackson (Mich.) Transportation Club. F. T. Riley, Pres.; 
J. C. Graham, Secy. 


Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 


Jamestown, N. Y.—Traffic Club of the Jamestown Board of 


T.. R. 


J. W. Callahan, 
M. W. BHismann, 


Commerce. O. M. Odell, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. C. B. Reed, Pres.; C. H. Wins- 


low, Secy. 


Kansas City Traffic Club. John D. Yates, Pres.; Peter J. 
Rose, Secy.-Treas. 


Lansing (Mich.) Traffic Club. H. E. McGiveron, Pres.; 


Se Ke 
Ross, Secy.-Treas. 
Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 
Louisville Transportation Club. Fred Borries, Pres.; W. T. 
Vandenburg, Secy. 
Macon, Ga.—Industrial Traffic Managers’ Association. Ben 


Gilman, Pres.; T. J. Abrams, Secy. 
Mansfield, O., Traffic Managers’ Division of the Manufactur- 

ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 
Marion (Ohio) Traffic Club. D. R. Biggert, Pres.; 

Aukland, Secy. 


Memphis Traffic Club. W. B. Ryan, Pres.; L. E. McKnight, 
Secy. 


Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Vecke, 
Secy. and Treas. 


Minneapolis Traffic Club. C. L. Kennedy, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. N. G. Campbell, Pres.; 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 


New York Traffic Club. F. W. Smith, Pres.; C. A. Swope, 
Secy. 
New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 
New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 


Oklahoma City Traffic Club. Harvey Allen, Pres.; S. E. 
Golderman, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; 
Hodson, Secy.-Treas. 


W. R. 


A. Rennie, Secy. 
Gerritt Fort, Pres.; 


R. J. 


Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postPponements announced too late to show the change In 
this Docket will be noted elsewhere. 

December 27—Washington, D. C.—Examiner W. H. Wag 
14064—The St. Louis & O’Fallon Ry. Co. vs. East ral ‘Louis & 
Suburban et al. 
December 27—Argument at Washington, D. C.: 


1. and S. 1663—Petroleum and petroleum products between points 
in Official Classification territory. 


14161—Roxana Petroleum Corporetion vs. Chicago & Alton Ry. et al. 


THE TRAFFIC WORLD 


Docket of the Commission 





Vol. XXX, No. 26 


Pensacola (Fla.) Traffic.Club. R. K, Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. G. I. Sweney, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. 3H. D. Hilleary, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. J. McGinty, 
Pres.; J. J. Coburn, C. J. Rasbold, Secretaries. 

Pittsburgh Traffic Club. C. C. McCarthy, Pres.; E. A. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. M. A. 
Greenwood, Pres.; R. F. Heil, Recording Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. E. C. Miller, Pres.; A. C. Thernstrom, Secy. 

Portland (Ore.) Industrial Traffic Club. W. H. Sainsbury, 
Pres.; F. P. Kensinger, Secy. 

Portland (Ore.) Transportation Club. C. T. Spooner, Pres.; 
V. Kistler, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—tTraffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. S. Blanchard, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. H. S. Snow, Pres.; S. E. Wilson, 
Secy. 


St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr., 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B. Hinchman, Pres.; 
E. A. Senneff, Secy. 
San Francisco.—Pacific Traffic Association. W. L. Garver, 
Pres.; G. A. Culbert, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 


Sioux City Traffic Club. W. H. Marriott, Pres.; O. Tron- 
vold, Secy.-Treas. 


Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. A. S. Cobb. Pres.; F. J. 
Greene, Secy.-Treas. 


Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. W. J. 
Secy. 


Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 


Trenton (N. J.) Traffic ClubA. D. Carton, Pres.; C. A. Hutch- 
ings, Secy. and Treas. 


Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Wilson, 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. C. F. Hawes, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 


Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 


Washington Traffic Club. T. J. Stead, Pres.; J. T. M. Du 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. Douglas Vass, Pres.; P. M. 
Neigh, Secy. 
Wichita Traffic Club. G. R. Graves, Pres.; O. I. Gantt, 
Secy. 


Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
J... .e. Marshall, Pres.; J. H. Becker, Secy.-Treas. 

Worcester (Mass.) Traffic Association. J. P. 
J. H. Lane, Secy. 


York (Pa.) Traffic Club. W. J. Wisner, Pres.; ; J. F. Baird, 
Secy. 


O’Neil, Pres.; F. M. Varah, 


Sloan, Pres.; 








14225—White Star Refining Co. vs. Illinois Terminal hy R, et al. 
14174—Indiahoma Refining Co. vs. Ann Arbor R. R. al. 
December 27—Chicago, Ill—Examiner Kephart 
be ~~ Laughlin Ore Co. et al. vs. Director General, C. M. & 
P. eta 
at Mg’ 28—Kansas City, Mo.—Examiner Flynn: 
1. and S. 1706—Class rates from lower Missouri River crossings to 
Nebraska. 
December 29—Washington, D. C.—Examiner Davis: 
Finance Docket 2506—In a matter of , 2 application of the Utab 
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THE TRAFFIC WORLD 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


SHARON, PENNSYLVANIA 


St. Louls Kansas City Tulsa Houston San Francisco 
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FREIGHT GAR REPAIR WORK 





Erie Railroad Freight Car Repaired Recently in Our Modern Sharon Plant 


PENNSYLVANIA CAR COMPANY 


Tampico 
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Central R. R. for a certificate of public convenience and necessity 
authorizing it to construct a line of railroad. 

January 2—Trenton, N. J.—Board of Public Utility Commissioners of 
New Jersey: 

Finance Dkt. No, 2560—In the matter of the application of the 
Barnegat Railroad Company for a certificate of public convenience 
and necessity authorizing it to abandon its entire line of railroad. 

January 3—Minneapolis, Minnesota—Examiner Seal: 
* I. and S. No. 1698—Intermediate routing via Midland Continental 
Railroad on transcontinental traffic. 
January 3—Boston, Mass.—Examiner Hunter: 
13272—Boston Wool Trade Assn. vs. Arizona & New Mexico Ry. et al. 
January 3—Argument at Washington, D. C.: 
Sloss-Sheffield Steel & Iron Company et al. vs. L. & N. et al. 

5504—Cotton Manufacturers’ Association of South Carolina vs. C. C. 

& O. Ry. et al. ? 
January 3—Washington, D. C.—Examiner White: 

Fourth Section Application No. 12284, filed by J. H. Glenn for car- 
riers parties to his I. C. C. A227, asking for authority to establish 
rates on lime, C. L., from Ladds and_ Portland, Ga., to points east 
of a_ line drawn from Cedartown, Ga., to Newnan, Ga., thence 
via the A. & W. P. R. R. to West Point, Ga., and east of the Chat- 
tahoochee River, in the states of Georgia, Florida, North Carolina, 
South Carolina and Virginia without observing the provisions of 
the fourth section, etc. 

January 3—St. Louis, Mo.—Examiner Gault: 

1. and S. No. 1703—Transit privileges on grain and grain products 

at stations on the Mobile & Ohio Railroad Company. 
January 3—Philadelphia, Pa.—Examiner Dolan: 
14086—The Atlantic Refining Company vs. A. B. & A. Ry. et al. 
* 14253—Joseph Bancroft & Sons Company et al. vs. P. &. R. Ry. et al. 
January 3—Chicago, Ill._—Examiner Butler: 
“Tua Fire Brick Company vs. Director General, C. & N: 
. et al. 
14137—Getz-Mitchell & Company vs. Director General, 
January 4—Charleston, W. Va.—Examiner Fuller: 
14074—The Elk Refining Co. vs. B. & O. R. R. et al. 
January 4—Springfield, Mo.—Examiner Donnally: 

|. and S. 1709—Restrictions on number of tonnage slips surrendered 

at transit points on the Frisco Ry. 
January 4—Argument at Washington, D. C.: 

1. and S. No. 1511—Reduced rates from New York Piers. 

1. and S. No. 1597—Reduced rates from New York Piers. 

e. Fy No. 1559—Sash and doors from Pacific Coast to New York, 


January 4—St. Louis, Mo.—Examiner Gault: 
14126—Cape Girardeau Portland Cement Company vs. B. & O. et al. 
January 4—Chicago, Ill.—Examiner Butler: 
14200—Armour Fertilizer Works vs. Director General. 
14201—Armour & Company vs. Director General. 
January 4—Philadelphia, Pa.—Examiner Dolan: ’ 
14219—Simon Weil, trading as Morris Weil’s Son, vs. Director Gen- 
eral, P. R. R. et al. 
14299—Worth Steel Company vs. Director General. 


January 5—Washington, D. C.—Examiner Shanafelt: oe 
* 14352—Murphysboro Paving Brick Company vs. Alabama & Missis- 
sippi Railroad Company et al. 
January 5—Chicago, Ill.—Examiner Kephart: . 
1, and S. 1705—Import and domestic rates on vegetable oils from 
Pacific coast points to C. F. A. and W. T. L. points. 
January 5—Argument at Washington, D. C.: z 
6194—Holmes & Hallowell Company vs. Great Northern Ry., Director 
General, et al. 
6357 (and Sub. Nos. 1 to 20)—Imperial Elevator Company et al. vs. 
Great Northern Ry., Director General, et al. 
6552 (and Sub. Nos. 1 to 14)—The Lampert Lumber Company et al. 
vs. Great Northern Ry. et al. 
6715 (and Sub. Nos. 1 to 23)—Interior Lumber Company et al. vs. 
Northern Pacific Ry., Director General, et al. 
6794 (and Sub. Nos. 1 to 6)—The Northwestern Eleavtor Company 
et al. vs. Great Northern Ry., Director General, et al. 
6983 (and Sub. Nos. 1 and 2)—The Lampert Lumber Company et al. 
vs. C. M. & St. P. Ry., Director General, et al. 
7281 (Sub. Nos. 2 to 8)—Nortz Lumber Company et al. vs. Great 
Northern Ry., Director General, et al. 
7498 (and Sub. Nos. 1 to 3)—Christenson Imes Lumber Company et 
al. vs. Northern Pacific Ry., Director General, et al. 
7656 (and Sub. No. 1)—John Miller Company et al. vs. Northern 
Pacific Ry., Director General, et al. 
7895—Traffic Bureau of the Commercial Club of Aberdeen, S. D., vs. 
Great Northern Ry., Director General, et al. 
8033—M. S. Alexander et al. vs. C. & N. W., Director General, et al. 
8119 (and Sub. Nos. 1 to 41)—Federal Elevator Company et al. vs. 
Great Northern Ry., Director General, et al. 
January 5—Sioux City, Iowa—Examiner Seal: 
14083—Norfolk Light & Fuel Company vs. A. T. & S. F. Ry. et al. 
January 5—Chicago, Ill.—Examiner Butler: 
14156—Armour & Company vs. Director General. 
14199—Armour & Company vs. Director General. 
January 5—Minneapolis, Minn.—Commissioner Campbell: 
14175—Turner Grain Co. vs. Director General, Great Northern Ry. Co. 
January 5—Oklahoma City, Okla.—Examiner Donnally: 
14178—Liberty Glass Company vs. Mo. Pac. R. R. et al. 
January 5—Evansville, Ind.—Examiner Koch: 
14315—Evansville Chamber of Commerce et al vs. Ill, Cent. R. R. 
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et al. Such fourth section departures as may exist in any of the 
rates involved will be considered. 
January 5—St. Louis, Mo.—Examiner Gault: 

14277—The Barber Asphalt Company vs. L. & N. R. R. et al. 

— me No. 1)—Certain-teed Products Corporation vs. L. & N. 
et al. 

January 6—St. Louis, Mo.—Examiner Gault: 
* 1, and S. 1711—Coke from Chicago, Ill., and St. Louis, Mo.. to Kansas 
and Missouri points. 
January 6—Chicago, Ill.—Examiner Butler: 
14205—Darling & Co. vs. Director General. 
14310—Armour & Co. vs. Director General. 
January 6—Clinton, Iowa—Examiner McGrath: 
14399—Clinton Manufacturers’ & Shippers’ Association et al. vs. 
A. T. & S. F. Ry. et al. 
January 8—Philadelphia, Pa.—Examiner Dolan: 
14076—E. I. du Pont de Nemours & Co. vs. Director General. 
January 8—New York, N. Y.—Examiner Hunter: 

12033—Louisa Schaefer, as executrix under the last will and testa- 
ment of Charles Schaefer, deceased, Charles Schaefer, Jr., and 
Fred W. Schaefer, as executors under the last will and testament 
of Charles Schaefer, deceased, vs. Lehigh Valley R. R. Co. 

January 8—Cincinnati, O.—Examiner Fuller: 
14019—The Davis Fire Brick Co. et al. vs. A. C. & Y. Ry. et al. 
14249—Chicago Retort and Fire Brick Co. vs. C. R. I. & P.et al. | 
January 8—Ft. Worth, Tex.—Examiner Donnally: 

12651—Wortham Carter Publishing Co. et al. vs. A. T. & S. F. Ry., 
Director General, et al. 

12670—Wortham-Carter Publishing Co. et al. vs. Ahnapee & Western 
Ry., Director General, et al. 

January 8&—Watertown, S. D.—Examiner Seal: 
bas 9 gai Chamber of Commerce vs. Ahnapee & Western 
y. et al. 
January 8—Washington, D. C.—Examiner Sweet: 

Valuation Docket No, 150—In re tentative valuations of the proper- 
ties‘of Bangor & Aroostook Railroad Company, Northern Maine 
Seaport Railroad Company, and Van Buren Bridge Company. 

January 8—New York City, N. Y.—Examiner Hunter: 

bs a ee Corp. vs. Director General, C. R. R. of 
January 8—St. Louis, Mo.—Examiner Gault: 

14113—St. Louis Material & Supply Company v. Director General. 
January 8—Atlanta, Ga.—Examiner McQuillan: 

14117—B. Mifflin Hood Brick Company vs. Director General. 

14228—B. Mifflin Hood Brick Company vs. Director General. 


January 8—Chicago, Ill.—Examiner Butler: 
14290—Brigges & Turivas vs. Michigan Central R. R: et al. 
anuary 8—Watertown, S. D.—Examiner Seal: 
14350—Stacy Fruit Company vs. C. M. & St. P. Ry. et al. 
1440i1—Commerce Association of Aberdeen, S. D., vs. A. T. & S. F. 
et al. Such fourth section departures as may exist in any of rates 
involved will be considered. 


January 8—Des Moines, Iowa—Examiner McGrath: 
14407—The Board of Railroad Commissioners of the State of Iowa et 
al. vs. A. T. & S. F. Ry. et al. 
January 8—Terre Haute, Ind.—Examiner Koch: 
a Public Service Commission of Indiana vs. B. & O. R. R. 
et al. 
January 9—New York City, N. Y.—Examiner Hunter. 
— Paper Co. vs. Director General, B. & M. R. R., 
et al. 
January 9—Ft. Worth, Tex.—Examiner Donnally: 
13798—Japan Cotton Trading Co. of Texas vs. Director General. 
January 9—Chicago, Ill.—Examiner Butler: 
14240—Armour & Company vs. D. L. & W. R. R. 
January 9—Savannah, Ga.—Examiner McQuillan: 
14319—Floyd & Company vs. Alabama & Mississippi R. R. et al. 


January 9—Chicago, Ill.—Examiner Johnson: 

Fourth Section Application No. 1602 et al.—Various fourth section 
applications or portions thereof not yet passed on by the Commis- 
sion filed on or before February 17, 1911, dealing with various 
classes and commodities, in which the carriers parties thereto 
ask for authority to continue departures from the provisions of 
oan ae section which have been in existence since August 

2 » ete, 

Fourth Section Application 12323—Authority to maintain rates on 
shingles, lumber and other forest products from points in Cali- 
fornia and other related points to St. Paul, Duluth, Minn., Su- 
perior, Wis., and points taking same rates, etc. 

January 10—Fall River, Mass.—Asst. Chief Examiner Butler: 

* 14492—F all River and Norfolk S. S. Co., Inc., vs. S. A. L. et al. 

January 10—Washington, D. C.—Examiner Shanafelt: 

* |, and S. No. 1712—Box shooks from Carolina and Virginia points to 
Eastern Trunk Line territory. 


January 10—Chicago, Ill_—Examiner Butler: 
14288—Oscar Mayer & Co. vs. C. & N. W. Ry. et al. 
January 10—New York City, N. Y.—Examiner Hunter: 
14080—American Bakers’ Association et al. vs. Amer. Ry. Express 
Co. et al. 
January 10—Indianapolis, Ind.—Examiner Koch: 
14037—Wright & Wimmer vs. B. & O. R. R. et al. 


14152—Apperson Bros. Automobile Company vs. Lake Erie & West- 
ern R. R. et al. 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN 


ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 


Practices before all Bureaus Special Attention 
and tes of the to Transportation 
Government. Matters. 


Room 806 American National Bank Building 
Washington, D.C. Telephone Main 2702 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel; 

various shippers’ organizations, and member Nati 
Industrial Traffic League. 


Woodward Building Washington, D.C. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 


COLORADO BUILDING 418-430 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 








THE TRAFFIC WORLD 


Customs House Brokers 


MEXICO 









HAL L. BRENNAN 






BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 






Originators of package car service to 
Mexico City. 





Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 

Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 





S. E. LEONARD 
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PUBLIC COTTON WAREHOUSE 


NEW ORLEANS 


(Second Port, U. S. A.) 


No Congestion—No Delays 


THE NATURAL OUTLET—THE NATURAL PORT OF ENTRY 


for the Exports and Imports of the Mississippi Valley 


The port has ample facilities for handling all classes of freight regardless of quantity. 


An Unobstructed Deepwater Harbor 


An open port—not only free of congestion, thus obviating delay from that cause, but never closed on 
account of climatic conditions. 


91 steamship lines engaged in foreign service in addition to bi-weekly sailings 
to Atlantic Seaboard and seven sailings monthly to Pacific Coast points. 





Ten Trunk’ Line Railroads. The Mississippi Warrior Service 
Crane and derrick facilities ranging from 15 to 150 tons capacity. 


Oil storage and refineries, coal handling plants, grain elevators, cotton warehouses, 
with unlimited capacities for through movement. 


Special Equipment for Handling Coffee, Rice, Tropical Fruits. 


NINE MILES OF DOCKS AND PORT UTILITIES 


Ample Banking Resources 
Unexcelled Warehouse Facilities, Unlimited Ship Service, Improved Methods 
Make of New Orleans an Ideal Concentration Point 


RATE ADJUSTMENTS ARE RIGHT 


For further information address 


Board of Commissioners of the Port of New Orleans: — 
. (An Agency of the State of Louisiana) 


NEW ORLEANS, LA. 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

































I aa t f Di C ti e e : 

FROM Waco Houston San Antonio | Corpus Christi Alice Laredo via Alice oi ? be ei Rail Lines 

7 " hr. 26 brs. 24 hrs. 3534 hrs. ansas Harbor Terminal Railway 
pase) ne | i | oa | oe zo | aa Fredericksburg & Northern Ry. 
Houston..... 324brs foes Sc ~~ * ed | co f+ ¥ Gulf Coast Lines 
San Antonio! 23 ae ee Gulf Colorado & Santa Fe Ry. 

Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 

") Missouri, Kansas & Texas Ry. 

_FROM  |——Waco|—Houston | San Antonlo_| Corpas Christi) Alice ylaredovia Allee! © S0uthern Pacific Lines = 
Kansas ee ‘ days : days re days re days $ days San Antonio Southern Ry. al 
ooo: ee a.¢« 3% « 3% $i, « 4 « St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans! 3 days 34s - lc _ RB - .° 3% Sugar Land Ry. 

















Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry. 
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